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Mayor Puts Forth 
Visionary Plan 


AYOR HYLAN’S transit plan for New York City 
has been made public. For five years he has been 


_ criticising every constructive suggestion made by others 


to improve the city transit situation. Now he takes 


some 8,000 words to describe the plan which he advo- 


cates, but omits to say whether this proposal is in- 


-dorsed by any transportation engineer or is based on 


expert knowledge of traffic conditions. 


Briefly, the Hylan plan calls for 126 miles, seven new 


tunnels, a bridge, the recapture of 97 miles of existing 


subways or all of it the city under its present franchises 
can take over, the establishment of a $25,000,000 bus 
line and the scrapping of a large part of the existing 
surface lines and elevated lines in Manhattan. Alto- 
gether, the Mayor says that this work can be carried 


out for $600,000,000, but it has been estimated in the 
offices of the New York Transit Commission that the 


‘these difficulties as well as any one else. 
‘reason why the plan has advantages as a campaign 
issue. 
“a spade has to be thrust into the ground. 


cost would be well over $1,000,000,000. 


Fortunately, there are many things to intervene be- 


tween the proposal and its consummation. In the first 
place the Board of Estimate has to be convinced in its 


favor, and then the state authorities, who probably 
‘will be far harder to convert. Then there are such 


,uncomfortable barriers to pass as the constitutional 
| debt limit, with final compensation to present owners 


of property scrapped. Probably Mayor Hylan realizes 
That is one 


It can be kept in that capacity for years before 


‘The Rio Engineering Congress 


. and the American Electric Railway 


ANY railway engineers do not realize the impor- 
tance, at least to South Americans, of the Inter- 


‘national Engineering Congress at Rio this month. It is 


being held in connection with the Centenary Exposition 
in that city of the declaration of independence by Brazil 


from Portugal in 1822, and the engineering congress 


is the first of an international nature to be held on 
South American soil, just as the exposition is the first 


‘one, international in scope, to take place in South 
America. 


_ According to tradition, Paris is the center of culture 
for the Latin world, and this is perhaps one reason 


why the South American engineers in the past have. 


looked largely to France for inspiration. There are 
other’and stronger reasons, however, constantly becom- 
‘ing more controlling, which dictate a closer connection 
with the engineering profession of this country. One 
of the most important is that the conditions in South 
America, with its great distances, comparatively scanty 
population and undeveloped resources, much more 
closely resemble those in this country than those which 
exist in any country in Europe. The second is the 


ks 
h 


: a 


ever-growing number of engineers in South America 
who are graduates of our engineering schools. Hence 
in electric railway practice it is safe to say that each 
continent can learn something of the other’s practice 
and that those south of the Isthmus will find much to 
interest them, particularly in the efforts toward electric 
railway standards being made in North America. The 
latest reports from Rio are that at least twelve coun- 
tries are taking an active part in the engineering 
congress there, and as most of our engineering organi- 
zations will be represented at the Congress, it should 
result in a closer rapprochement between the engineers 
in both countries. It may even be that the American 
Electric Railway Association could with advantage to 
every one concerned include in its membership all of the 
larger South American systems. Two or three are 
already members and others might be induced to join 
if convinced that to those so far distant it was worth 
while. 


Loyalty Means Nothing 
to Some People 


HE electric railway industry has experienced during 

its history all kinds of strikes—those in which the 
company made vigorous effort to operate its cars and 
those in which the cars remained in the carhouse, those 
where the public supported the company and where it 
supported the men, strikes which lasted less than an 
hour and those which continued for more than a year. 
Nevertheless, a strike has been going on now in Buffalo 
for nearly two months, which is unique. Never before, 
probably, have the men in one city under the same 
management volunteered in such numbers to operate the 
cars in a city where a strike was in progress. Yet this 
is what is being done in Buffalo today by men from 
Philadelphia. 

One of the labor papers professes it cannot under- 
stand such action. It points out that some time ago 
the plan was adopted of settling the wage to be paid in 
Philadelphia upon the average of the wages paid in 
Buffalo, Cleveland, Chicago and Detroit. Hence, in its 
opinion, the men who go from Philadelphia to take the 
place of the strikers are assisting “to crush the union 
that has helped to maintain the Philadelphia wages.” 
In other words, it is thought unbelievable that the men 
in Philadelphia should help the management in Buffalo, 
Cleveland, Chicago or Detroit, because this action might 
mean a slight reduction in their own wages. 

Such an attitude is unbelievable only to those who 
disregard two very important considerations. One of 
these is the realization which has come in Philadelphia, 
as well as in some other cities, that the prosperity of the 
employer and that of the employees are very closely 
associated; hence self-interest prompts each to promote 
the welfare of the other. The other consideration, 
ignored by those who cannot understand the action of the 
Philadelphia men, is that of loyalty, where loyalty calls 
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for some eftort. Of course, to some this word “loyalty” 
means nothing. But to the Philadelphia employee it 
means a great deal. This is shown by statements from 
some of the men who have gone from Philadelphia to 
Buffalo, as published in the P. R. T. “Service Talks.” 
One of these follows: 


We of the P. R. T. came to Buffalo to show our belief in 
the Mitten Plan—in appreciation of what it has done for 
us and for the purpose of holding the Buffalo men’s jobs 
open to them. The latter effort has been thwarted because 
the union successfully intimidated the men who desired to 
return to their old jobs. This has been easier of accom- 
plishment by the union because of the foolish promises 
of protection, held out by Buffalo’s Mayor, who seems 
trying to make good his pre-election pledges and his public 
promises to the men that the union would win. 

The logical result of this feeling by the men from 
Philadelphia is manifested in the improved service given. 
In fact, the change in the demeanor and extent of the 
courtesy exhibited by the imported men in Buffalo, as 
compared with that. previously shown, has been so 
marked as to attract favorable comment in the daily 
press. This-is-of course as it should be. It comes not 
only from an appreciation of past favors but from an 
intelligent self-interest, because a co-operating manage- 
ment and men can accomplish wonders in any industry. 

Short-sightedness in the direction of an insistence 
on immediate gain has been the cause for frequent 
failure, not only of individuals, but of groups of individ- 
uals. It is the spirit which prompts the employee. to 
do the work only “that he is paid for,” that is to give 
the minimum which will be accepted for service without 
bringing immediate discharge. It is this spirit—the 
spirit which cannot understand the motive of the Phila- 
delphia employees in operating the Buffalo cars—which 
is fatal to progress and prosperity. 


The Three Dromios 
of Municipal Politics 


MERICAN political life presents strange anomalies. 

It would really seem that the larger the city the 
more nearly does it come to committing political suicide. 
Thus New York has its Mayor Hylan, Chicago its 
Mayor Thompson and Buffalo its Mayor Schwab. And 
the worst of these is Schwab, so they say. Of the 
record in office of Mayor Hylan little need be said. Of 
the record in office of Bill Thompson, particularly dur- 
ing the war, little need be said. But of the record in 
office of Mayor Schwab there is much to be said. He is 
the youngest in office of the triumvirate, but he is 
probably the deadliest of the three. All of them have 
been in office during electric railway strikes. All of 
them have been openly sympathetic with organized 
labor. It is no crime to sympathize with labor, but it is 
a crime for a man in public office to lend the weight of 
his authority to any cause not in the best interests of 
the general public. And this is what all of them have 
done, Mayor Thompson less spectacularly perhaps than 
the others. In short, all of them are traction baiters. 
And as such they are a mutual admiration society. 
Hylan and Thompson did pretend to preserve a degree 
of decency in connection with their activities during the 
strikes in their cities, but Schwab has given Buffalo a 
terrible black eye. New York and Chicago by their 
very bigness may live down the disaster done by the 
election of Hylan and Thompson, but Schwabbery, as 
the Buffalo Commercial calls it, has made the name of 
Buffalo a stench in the nostrils of the whole country. 
Still it is difficult to keep from laughing when the cor- 


respondence is read which passed among these three 
Dromios congratulating each other on the success of 
the auto in meeting the need for transportation during 
the strikes which beset their cities. Of course, the 
classical allusion from the “Comedy of Errors” is dis- 
torted by the idea of the brothers being triplets instead 
of twins, but the idea is not destroyed that they are so 
much alike as to be mistaken for each other. When 
Hylan and Thompson and Schwab are considered, 
respect increases for the observation which led the late 
Viscount Bryce to question the capacity of the Amer- 
ican city for self-government. : 


Convention Meetings at Chicago 
Should Function on Time 
T IS not too early to point out the necessity for all 
of the associations to economize time and begin their ~ 
sessions at Chicago promptly, if the maximum results — 
are to be obtained. Recent meetings of the several 
executive committees at which the programs for the 


a 


different associations were reviewed show a wealth of — 


topics and a need for as much time as possible for 
their consideration. It is a healthy sign that the work 
of each of the associations is expanding, but such a 
condition carries corresponding obligations. Possibly 
this expansion of scope during the past year is most 
evident in the case of the Engineering Association and — 
is due in part to the fact that during the past twelve 
months the association’s co-operative activities with 
other technical bodies have assumed unusual propor- 
tions and importance. It was apparent at Atlantic City 
last year that every available minute was needed to 
get through with the schedules of this association and 
even then a great deal of the discussion had to be 
curtailed, owing to lack of time. This year the situa-— 
tion is intensified to the extent that the number of 
topics to be considered has increased. 

One most obvious way of gaining part of the greatly 
needed time is that the meetings shall begin promptly, 
and it is satisfactory to note that the Engineering 
executive committee has already decided that its ses- 
sions will begin on the minute of the announced time. 
Railway men are accustomed to operate their cars on 
schedule so there should be a ready response to this 
decision. Similar official action could well be taken by 
the other associations. 

That such meetings can be held punctually and that 
it is worth the effort so to conduct them was evidenced 
in Chicago last March during the convention of the 
American Railway Engineering Association, where all 
meetings started on time to the second and where a 
very large program was fully covered within the time 
allotments, thus calling forth praise from many quar- 
ters. Electric railway operators will not be outdone by 
their steam road brethren and there is no doubt that 
an “on time” program for all the associations can be 
carried through. If figured on a financial basis, wit 
the cost of the convention divided by the time availabl 
for sessions, the value of each minute will be found 
to be enormous. Of course, this is not an entirely fair 
method of evaluating the time because there are other 
benefits from the convention besides the sessions, bu 
some idea of the importance of utilizing all of the time 
available for the sessions can thereby be obtained. 

It therefore becomes a duty of every delegate at 
Chicago to do his bit by being on time when the meet- 
ings are called to order. 
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VIPWS OF BoTH SIDES OF THE TWIN CITY RAPID TRANSIT 


COMPANY’S TWo-CAR TRAIN 


Two-Car Train Weighs 490 Lb. per Seat 


Experimental Two-Car Unit, Built by the Twin City Rapid Transit Company, Weighs 51,500 Lb. and 
Seats 105 Passengers—Has Low-Floor, Inside-Journal Bearings, Trucks Equipped 
with Band Brakes and Front Car Heated with Resistors 


NE of the big transportation problems that has 

arisen in St. Paul, Minn., during the past few 

years has been to route a sufficient number of cars 
through the congested business district in rush hours to 
remove the people from the street corners. On the basis 
that the solution rested not in adding to the number of 
cars, which would further aggravate the accentuated 
traffic conditions, but in increasing the size of each 
unit, the Twin City Rapid Transit Company has con- 
structed a two-car train of new design. It is believed 
that train operation will prove a long step forward in 
the handling of travel on the heavy traffic lines in 
St. Paul. The operating results of this completed train 
on several of the heaviest traveled lines radiating from 
the business center of St. Paul has been so satisfactory 
that the company intends to construct a number of its 
future cars along the same general lines and use them 
on the denser traffic lines in Minneapolis. 


The train consists of two motor cars, permanently 
connected by the tubular coupler. Each car is 9 ft. 
wide outside and 8 ft. 6 in. wide inside. Both cars are 
46 ft. long and the over-all length of the train is 94 ft. 
The rear car seats fifty-seven people and the front one 
forty-eight people, a total seating capacity for the train 
of 105 people. The two-car unit weighs 51,500 Ib., 
although it is hoped to incorporate refinements in 
future cars which will reduce the weight to about 
23,000 Ib. per car. Thus in the first design the low 
weight of 490 lb. per seat has been attained and if the 
contemplated design perfections are possible and fea- 
sible this feature will be reduced to about 438 lb. 


Low-FLooR INSIDE-JOURNAL TRUCKS 


Numerous departures from standard practice have 
been resorted to in order to make the unit capable of 
swallowing a street corner crowd. With this purpose 


Men 
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PLAN OF THE FRONT CAR OF THE TWIN CrTy Two-Car TRAIN 


Boru FroN?T AND REAR Cars HAVE AMPLE A'SLE WIDTH AND STANDING RooM 
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CHOKE CoIL, LIGHTNING ARRESTER, SWITCHES, ETc., GROUPED IN A 
CABINET ON THE LEFT SIDE OF THE FRONT PLATFORM 


in view, standing room is liberal, doors are wide and 
the steps and car floor are low. The low floor height 
of 32 in. is the result of a specially designed truck 
having inside journals and band brakes and two 25-hp. 
safety car motors. The wheels are 26 in. in diameter 
and are mounted on hollow axles. The use of the com- 
pact safety car motor and the inside journal has left 
ample room for an 8-in. brake drum on each axle. The 
brake drum and band are not unlike the drive-shaft 
type in use on heavy duty automobile trucks. The 
elimination of brakeshoes has made for quiet operation 
and smooth stopping. Since a more durable material 
is used, the small amount worn away with raybestos 
lined hand brakes will insure that adjustments and 
replacements will be less frequent than with cast- 
iron brakeshoes bearing directly on the wheel tread. 
The additional life of the wheel was also a factor 
that was considered in the use of this type of 
brake. The truck bolster is supported by two full 
elliptical transverse springs the ends of which extend 
between the wheels. Placing motors on these trucks 
is carrying one step further the development of the 
inside-journal, low-floor trucks, which have been ex- 
perimentally worked out in trailer operations during 
the past few years. 
SEATS ARRANGED TO PREVENT CONGESTION 


The seating arrangement and floor plans are shown 
in the accompanying drawing. Ten rattan cross seats 
of the non-reversible type with full spring cushions 


and thin backs are provided in each ear. Longitudinal 
seats are placed at the ends to allow standing room and 
space for the movement of passengers. The platforms. 
are dropped about 8 in. from the floor level and the 
step height is about 10 in. The step itself is about 14 
in. above the top of the rail. Large loading platforms 
and low step heights were considered necessary to facil- 
itate the speedy boarding of passengers. These cars 
have been provided with substantial double insulated 
floors and double sides up to the window line. The arch 
roof has a double ceiling and the windows are fitted 
with double sash. Instead of roof ventilators, ports 
with sliding glasses in cast aluminum frames have been 
placed above each window. The glass itself is held 
rigidly in the frame against a wicking insert by four 
brass fingers. The port can be opened and closed by 
means of a small knob inserted through a hole bored in 
the center of the window. 


RHEOSTATIC HEATING USED 


The resistors for the motors of both cars are used to 
heat the first car. A grid unit is bolted to the car 
floor under the end of each cross seat and four under 
each of the forward bench seats. Each grid is pro- 
tected on the end and top by a metal housing, and the 
two sides are covered with a pressed metal grating to 
allow air circulation. Additional coil heaters to supple- 
ment if necessary the rheostatic heating have been 
placed under the rear bench seats, a vertical heater on 
the farebox stanchion on the rear platform and another 
against the car front forward of the front exit door. 
The rear car is completely equipped with standard 
electric coil heaters. 


UNIQUE SCHEME OF DooR CONTROL 


The scheme of door control is distinctly unique. The 
double set of rear doors of the forward car are opened 
and _ closed by a door engine, the electric control for 
which is located beside the main controller at a con- 
venient height for the motorman. The motorman oper- 
ates it with his knee, and a mirror on the corner post 
enables him to see when all passengers have boarded. 
A similar knee-operated control mounted on the farebox 
stanchion of the first car and operated by the conductor 
opens and closes the front exit doors of the rear car. 
The doors at each end of the train are mechanically 


RESISTORS USED TO HEAT CARS IN ST. PAUL 


Nos. 1 and 2—All of the grid heaters are 
placed under the ends of cross seats and 
beneath the front bench seats, - 


No. 8—The electro pneumatic control of 
the front exit of the rear car and 
heaters are placed on the farebox stanchions. 


No. 4—The trucks have inside journals, 
band brakes and 26-in. wheels. 
No. 5—Close-up of coupler connection, 


auxiliary 
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operated by the conductor of the rear car and the 
motorman. Thus it is seen that each car is arranged 
as a rear-entrance, pay-enter, front-exit unit. The 
purpose of this method of door control was to divide 
the work more evenly among the three men and reduce 
the time occupied by these operations. Thus the two 
conductors are responsible for one door each while they 
-are taking fares, and the motorman, otherwise idle 
when the train is not in motion, is operating two doors. 
Both conductors 
give their starting 
signals directly to 
the motorman by 
buzzers having dis- 
tinctive sounds. 
Both of these are 
distinguishable 
from the stopping 
signal given by the 
. passengers. 
Practically all of 
the control and aux- 
iliary equipment 
has been brought 
together on the 
front platform of 
the first car. Be- 
sides the controller 
for the motors of 
both cars, the air 
reservoir, the com- 
pressor governor, 
sand box, switch 
cabinet, etc., are ar- 
ranged as shown in 
the car layout. The 
cabinet contains the 
choke coil lightning 
arrester, main switch, heater, pump, light, door control, 
switches, etc. Each car has an individual compressor 
attached to the under side of the body and the reservoir 
for the rear car is placed on end in the front platform, 
where the absence of other auxiliary equipment allows 
room for the end seat. 


AMPLE DouBLE ENTRANCE Doors 
INCLOSE THE STEPS ‘i 


TUBULAR COUPLER CARRIES MOTOR CABLES AND 
AIR CONNECTIONS 


The method of permanently and safely coupling the 
two cars together has been worked out in a new way. 
The train connection is a tubular steel coupler through 
which are run the motor cables, bell wires and air hose. 
The connector is swiveled to each car through a four- 
legged frame riveted to the steel under-framing. An 
accompanying illustration shows the construction and 
fastening of the coupler. Both cars are equipped with 
emergency air valves which automatically apply the air 
in case the train connections should be broken. 

Since the trial of this train began early last fall, it 
has lived up to its expectations in its ability to expedite 
rush-hour travel. Its operation has not been confined 
to one route; on the other hand, it has been operated 
on all of the downtown lines and at extreme peak-load 
traffic periods. At times over 250 passengers have been 
carried on one trip. Since there are no bulkheads, con- 
gestion has been moderated by the elimination of doors 
between the car body proper and the front and rear 
vestibules. 
sengers to enter or leave the car and avoids congestion 


) 
/ 


been found to serve this purpose very well. 


This arrangement makes it easy for pas- 


at the door opening. Such a condition is also alleviated 
by the ample design of the platform, for the body does 
not converge to the front from the end posts. The 
wide entrance doors also facilitate speedy loading. 
These cars are provided with wooden doors instead of 
wire gates, as has been the practice of the Twin 
City Rapid Transit Company in the construction of its 
city cars. Practically all the company’s equipment con- 
sists of heavy single-end cars having an open rear 
platform, the steps of which are inclosed by either two 
or three double-folding wire gates. ; 


Non-Interfering Trolley-Wire Con- 
nection for Arc Welders 


Brief Description of a Device Developed in Brooklyn, N. Y., 
for Obtaining Current from Trolley Wire Without 
Constantly Removing Trolley Wire Connections 


ARIOUS means have been developed for overcom- 

ing the necessity of constantly removing the usual 
pole and hook type trolley wire connection commonly 
used to tap the trolley wire for current supply to the 
various forms of arc-welding equipment used for track 
repairs. The accompanying view shows a device devel- 
oped some time ago by the way and structures depart- 
ment of the Brooklyn Rapid Transit System, which has 
It consists 
essentially of a mast or upright, attached to the welding 
equipment, upon the top of which is mounted a lever 
armhavingatits _ 
outer end a cOp- | TROLLEY wiRE. 
per pan which dp< COPPER PAN. 
fits under the oo 
trolley wire. The > 
pan is grooved to 
permit the wire 
to fit into it, thus 
providing a 
smooth under 
run for the trol- 
ley wheel. This 
pan is of suffi- 
cient length so 
that lateral 
movement of the 
wire is mini- 
mized. Itisheld 
against the trol- 
ley wire by 
means of aspring 
attached to the 
short end of the 
lever arm. This 
spring has a ten- 
sion which holds 
the pan against 
the wire ata 
pressure suffi- 
cient to prevent 
arcing and somewhat greater than that used for trolley 
poles on cars. When necessary the tension on the 
spring can be released and the lever arm lowered, or 
the entire lever arm and mast may be rotated. 

The mast is in two parts and the entire rig is made 
up with the view to portability and lightness. It was 
found after considerable experimenting that bamboo 
made the best material for this outfit. 


FROLLEY POLE. 


LIGHT AND SIMPLE TROLLEY-WIRE 
TAPPING OUTFIT 
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Limit of Voltage in Conductor Rails 


Author Gives Arguments Against High Voltage on Third 
Rail and Submits Calculations for a British Sub- 
urban Electrification Based on Long Island 
P Railroad Data from 1922 Report to 

International Railway Congress 


HEODORE STEVENS, a consulting engineer, of 
London, recently lectured on electric traction at the 

London County Council’s School of Enginering and 
Navigation. He dealt especially with the risks involved 
in the use of high voltage in conductors near the ground. 
He quoted the opinions of other engineers from reports 
submitted to the International Railway Congress held 
in Rome during April. The French decision was that 
1,500 is the maximum permissible voltage near the 
ground. For higher voltages overhead construction 
must be used. Excerpts from George Gibbs’ report were 
quoted as follows: 
_ There are important objections to a third rail being used 
for general electrification : 

Serious consequences increase rapidly as the voltage in 
third rail is raised. 

Weighty objections to the use of 1,200 or 1,500 volts in 
third rail ayer 

Impracticable to install it within American railroad 
clearances properly insulated and protected in a manner 
which will adequately safeguard the public and employees. 

The decision which has been arrived at in England (Min- 
istry of Transport’s Electrification of Railways Advisory 
Comm(‘ttee’s Final Report 1921) to allow the installation of 
a 1,500-volt third rail is, presumably, for special cases only 
and for operating conditions and clearances which do not 
exist in America. 

Overhead conductor promises to become standard for 
heavy electric traction provides continuous contact 
at the train over complicated track layouts. + 


USE OF SMALL WHEELS REQUIRES MORE DISTANCE 
BETWEEN THIRD AND RUNNING RAILS 


The lecturer, who has had both American and British 
experience, stated that the small wheels on much Amer- 
ican rolling stock necessitate a greater space between 
third rail and running gage line than in England, but 


TABLE I—ESTIMATES FOR BRITISH SYSTEM BASED ON 
LONG ISLAND RAILROAD DATA 


Existing Basis of 
Long Island Estimates 
Railroad Below 
Roubesmiules 228 ooh aie Se aseue sls ew seen 90 100 
Single-treick anilesity sete: < tr-.<5:5 1 iam eer eile 227 200 plus sidings 
Lines extend from terminus, miles............ 30 18 
NLOLGra CBz8 sii Sy ant eniats GN sh ER ys 494 33 per cent fewer 
Drail.catac van hak eat ee aie ao ce ae 140 15 per cent more 
Number ofsubstations . oo. 00h. <2 yan 14 16 
Substation plant, Kew. ...05 ciao oon ce ore 56,000 55,000 
Miles between substations.................. 4.5 same 
Maximum-trains:per Gay.=. os -eaeete ee 730 5 per cent fewer 
Maximum peak load, kw.................+-- 34,400 15 per cent more 
Rush=howr lodd ewe cn enck eaten aeons nanicron ate 27,500 
Passengers, (O20 A wascet oc ce east ree 59,134,000: °. 02 fe. eens 
Trainsmpleg; SO2On chris src eleincto tena me aite eaapne 3,769,000 50 per cent more 
Car-miles*-1920. Fae ine Goes Soak cwme 20,400,000 40 per cent more 
Kilowatt-hours supplied, 1920. 104,030,000 18 per cent less . 
Ton=mrles 1920)! ys scweccniiees 906; 1'00, 000: © \.15. 2+ cleus eemeeeeree 
Maximum train weight, tons. . 672 45 per cent lighter 
A verageppeea rm pine . . won at eee at eke 32 20 per cent slower 


he knows of nothing to warrant use of 1,500 volts in a 
third rail near the ground either in England or America. 

The most important consideration, in his opinion, is 
that to supply a third rail with 1,500 volts very seri- 
ously adds to the danger of employees on permanent 
way work, and to any other person who accidentally gets 
on the right-of-way. From this consideration the higher- 
voltage construction, he declared, is not justifiable even 
if cheaper to install or operate. That it is not cheaper, 
he showed by estimates. 

In some London tubes for legal requirements a fourth 
rail is installed, but the electrical potential is compara- 


tively near to that of the running rails, so that to touch 
this fourth rail involves small risk of electric shock, 
unless the person has an unusually weak heart. In one 
instance an employee got a shock from a sheet of iron 
lying on wet ground, which, on test, showed 20 volts 
to “earth.” He anticipates that the Ministry will make 
rules to prevent the use of a fourth rail at even —600 
volts from the running rail in addition to +600 volts 
on the third rail; because with third and fourth rails 
there is not room to carry on the work necessary on 


TABLE II—1922 COMPARATIVE ESTIMATES OF CAPITAL COSTS OF 
ELECTRIFICATION OF SUBURBAN RAILWAY (Details Above) 


Voltage collected, volts......... SAO ee ee eh eae 600 1,500 
Power house. cenecsr ce hr oe ae ee cee $30,000 $30,000 
Gables and substations. jc cin tneisien area ate 25,000 12,500 
Trackwork... <0 «maiden: > 1 A eee 15,000 37,500 
Rolling-stock and electrical equipment.................5 75,000 80,000 

$145,000 $160,000 


Prices are stated here in dollars per single track-mile. 


permanent way, and it could-only be a menace to the 
lives of all who come near. 

Dealing with the Advisory Committee’s report, he 
insisted that it is necessary to apply the tests of prac- 
ticability and safety and economy to this committee’s 
advice. He found no evidence in its report that con- 
sideration was given to the necessity for protecting 
employees and public from unnecessary risks to life 
from 1,500-volt conductors near the ground. Neither 
did he find any evidence that those officials of the Min- 
istry of Transport whose duties include caring for the 
safety of the public were called before this Advisory 
Committee in reference to third and fourth rails. They 
dealt with overhead conductors only. There was no 
evidence that the committee considered in detail what 
is involved in its statement that 1,500 volts or a multiple 
of 1,500 should be permitted on a third rail. 

A three-wire system formerly existed in the two par- 
allel tunnels of the City & South London Railway, where 
each tunnel had a separate 500-volt system with a total 
of 1,000 volts. The two were separated by such a dis- 
tance that no one could get a 1,000-volt electric shock. 
It seems extraordinary that the committee agreed to a 
multiple of 1,500 volts on a third rail without limiting 
the multiple. It is fortunate that the Ministry, by 
publishing the report, did not sanction anything so liable 
to cause unnecessary deaths as is inseparable from a 
high voltage in a rail near the ground within easy reach 
of any one. 


No ADVANTAGE IN COST GAINED FROM USE OF 
HIGH VOLTAGE 


Mr. Stevens stated further that carefully prepared 
estimates for 600-volt and for a multiple of 1,500-volt 
construction, based on details of British suburban 
service, show that there is no advantage in cost of the 
higher-voltage system, and that whatever is spent on 
rendering protection to life by guarding third or fourth 
rail from contact adds further to the disadvantage in 
capital cost and in maintenance cost of the higher 
voltage. The lecturer used data given in Mr. Gibbs’ 
report to the International Railway Association as a 
basis for some calculations. The Long Island Railroad, 
said Mr. Gibbs, is “an example of electrification, of a 
compact network of lines none of which extends more 
than 30 miles; therefore current distribution can be 
made economically by a low-voltage system. This fact, 
Mr. Stevens said, renders the engineering details avail- 


‘able for comparison with British conditions, 
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Hints on Engineering Field Work 


The Purpose of Field Work on an Electric Railway—The Kind of Surveys 
Made—Helpful Apparatus—Suggestions as to the 
Solution of Special Problems 


By JOSEPH EH. RAPUANO 


Maintenance of Way Department, the Connecticut Company, 
New Haven, Conn. 


ing, let us first understand clearly the uses of 

the information obtained. Broadly speaking, 
these are two in‘number. The first is to provide the 
field data which the designing engineer requires to 
design and execute the proposed work and to estimate 
its probable cost. The second is to convey the design- 
er’s views to those in charge of construction. The 
first of these requirements is covered by the surveys, 
investigations and inspections preliminary to the de- 


Bowie discussing the methods of field engineer- 


sign, and the second, by the staking out of the work 
and its inspection during construction. 


Both of these 
requirements can best ke fulfilled by a thorough co- 
operation of all parties concerned in the proposed work. 

Undertakings of the kind under consideration on 
an electric railway may be divided into two groups. 
The first includes extensions, additional second track, 
track to be abandoned, new spurs, and renewals which 
necessitate either a relocation of the present track or a 
change in the method and manner of construction. 
Permission to carry out work of this kind must. gen- 
erally be secured from the municipal or state authorities 
having jurisdiction over such improvements, and, in 
addition, the Public Service Commission must approve 
the method and manner of performing the work. 

The second group includes renewals or straight main- 
tenance, where the contemplated work necessitates no 
change in the method and manner of construction. The 
field information for this second group of topics is 
generally of use only to the engineer in charge, who 
must make request for a proper appropriation to cover 
the probable cost of the work and, in addition, make 
requisition for the needed material. 

When making a survey for work of the first group, 
which is generally drawn to a scale of 1 in. equals 40 
ft., the engineer in charge should locate all under- 
ground, surface and overhead obstructions which may 
require removal or shifting, as well as all curb lines, 
traveled way lines and street lines. When possible, 
also, where poles to carry feed wires or overhead trol- 
ley wires are to be erected, he should locate all existing 
poles, whether company owned or not; all property divi- 
sion lines, which in most cases make ideal locations for 
pole settings, and all driveways and so prevent absurd 
pole locations. An approximate magnetic north should 
also be shown on all plans which are presented to the 
authorities. 

As a base line for \the surveys just mentioned and 
those that follow, the general practice is to use the 
gage line of one of the rails where available and locate 
as many details as possible by means of offsets from 
this line. When no rail is available, as in the case of 
new work, the curb lines or an offset line from the 
street line will answer the purpose. The important 
item to bear in mind is that the method best adapted 
for each particular case is the one that will least 


interfere with car operation and at the same time pro- 
duce satisfactory results. Usually the engineer will 
find it desirable so to plan his work that the required 
data will be obtained in the early hours of the morning 
so as not to interfere to any extent with car operation, 
and at the same time avoid the general traffic conges- 
tion later in the day which is sure to hurry his measure- 
ments and try his patience. 


SURVEYS FOR SPECIAL TRACKWORK 


In making a survey for a proposed installation of 
special trackwork the engineer in charge should follow 
the same precautions except that, in addition, measure- 
ments should be taken with a view toward the prepara- 
tion of a map with a scale of 1 in. equals 10 ft. or 5 ft., 
depending upon the size and nature of the proposed 
layout. Wherever traffic conditions make it practical, 
gage-line intersections are obtained and a direct inter- 
section angle is read. It also makes for better results 
to locate as many details as possible from this same 
intersection angle point. Offset lines are sometimes run 
out when gage line intersections are practically out of 
consideration, but the results are obviously indirect and 
the chances for error are multiplied by the greater 
number of operations to be performed to arrive at the 
result. Where there is any question of a cut back of a 
curb at any corner to allow for proper car clearance, 
the curb should be located with care so that the proper 
amount of cut back may be determined. In a survey 
of this kind the section of the rail to abut the special 
work should also be noted, together with its joint drill- 
ing, as this will determine the proper connections. Most 
railway companies specify that the steel companies shall 
not only furnish the trackwork but also be responsible 
for its proper fitting in the ground. When this specifi- 
cation is included, the steel companies in nearly all 
cases send an engineering representative to check the 
survey before building the work, so that chances for 
error may be eliminated. Where possible, all gage-line 
intersections and other important points obtained dur- 
ing the course of the survey should be referenced, 
preferably to a pair of existing joints in the rail. This 
precaution obviously will not only enable one to locate 
further details at a later date, and with much less loss 
in time, but it will also expedite the staking out of the 
proposed work, and moreover will prove of value in case 
the steel company should find a discrepancy in the angle 
turned. 

Another form of survey that the maintenance of way 
engineer is often called upon to handle is the survey 
for evidence to be offered in court cases, including the 
settlement of accident cases in which the railway com- 
pany is a party. Here the engineer must not only 
locate such details and compile such information as will 
satisfy his own technical viewpoint, but he must also 
follow the wishes of the company’s legal representatives 


322 


as to their estimate of the relative importance of the 
details to be secured. If this field information is thus 
obtained, satisfying both the technical and legal aspects, 
the engineer on the stand may have a fair chance of 
escaping the irony aimed at him by the opposition in 
an effort to discredit his testimony. 


SURVEYS FOR SMALL BRIDGES AND CULVERTS 


When the design, construction and maintenance of 
small bridges and culverts are handled by the way de- 
partment directly, all engineering data and information 
concerning the work must of necessity be obtained by 
its engineers. Except for new work, where details of 
the subsoil, soundings and other special data must be 
procured, most of the field work will consist of inspec- 
tions to determine deterioration, wear and _ service- 
ability, due to time, weather, and change in rolling 
stock. By means of these periodical inspections and 
consequent maintenance, these structures can be kept 
in serviceable shape from year to year until their com- 
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At Lert, A SIMPLE DEVICE FOR MEASURING THE HEIGHT OF OVER- 
HEAD OBSTRUCTIONS. AT RIGHT, DEVICE FOR DETERMINING 
RAIL AND WHEEL CONTOURS 
plete renewal is advisable. In connection with overhead 
obstructions on bridges and elsewhere, it is possible for 
the way department, by means of the apparatus shown 
just above at the left, to make a record of the shortest 
distance from the rail level to the wire, wire trough 
and lowest part of the bridge structure. This apparatus 
consists of a dry wood board, A, made to fit the two 
rail heads and the crown of the pavement, and a wooden 
rod, B-C, graduated to read up to 14 ft. or more. The 
auxiliary wooden rod D is added to B by inserting the 
cylindrical end e in a recess provided in the cylindrical 
end b of the main rod, thus enabling one to measure 
beyond the reach of the main rod. The record of these 
measurements thus obtained can be kept up to date by 
remeasurements as*the occasion demands and so become 

a source of valuable information for all concerned. 

It will often be the case that the way department 
must make periodical investigations concerning the 
wear of the rails and car wheels, and when this work 
is properly carried out the results prove of special in- 
terest in the case of future renewals. A home-made 
apparatus for obtaining rail and car-wheel scribings, 
designed by Albert L. Donnelly, division engineer, the 
Connecticut Company, is here shown in the second 
drawing and can be made in almost any company work- 
shop. The accuracy of the readings obtained depend 
entirely upon the care taken in using this device. As 
shown, it consists of a metallic needle, a, mounted upon 
a carriage, b-b, which can move upon the metallic 
slides c-c, which in turn are secured to the wooden frame 
d. One end of this frame is equipped with a level tube, 
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e. The paper upon which the scribing is to be outlined 
is tacked upon the wooden frame underneath the pencil 
f. In operating the instrument the needle is carefully 
made to pass over the surface to be outlined by a slight 
pressure upon the needle which is guided by the hand 
of the operator. As the needle passes over the surface 
of the rail or wheel, its horizontal motion is governed 
by the carriage sliding on the metallic slides c-c while 
its vertical motion is controlled by the rods g-g, which 
slide through holes in the carriage b-b. At the same 
time the pencil f records the outline in full size and 
the operation is complete. 


CONSTRUCTION PROBLEMS 


Let us now turn to the construction of track lay- 
outs. The approval to begin once obtained, the field 
engineer must plan on the staking out of the necessary 
line and grade information. Whenever possible this 
staking out should be done immediately after the ap- 
proval is received, and at any rate before the street is 
torn up, to insure a saving in time and thus reduce the 
cost of the engineering. Unfortunately, due sometimes 
to simultaneous starts on various jobs and a small 
engineering force, this ideal procedure cannot always 
be followed, so the best use must be made of the condi- 
tions as they exist. An inspection of each situation 
will determine the most desirable method of staking 
out this construction information. On new work, when 
the track trench has already been dug from approximate 
data, center line stakes can usually be relied upon to. 
furnish enough guidance for the construction foreman. 
These stakes may now and then be knocked out by 
careless workmen, but in the long run good foremen 
have no difficulty in keeping them if they are set firmly. 
These stakes are generally set 50 ft. apart on straight 
track and along radius curves, and sometimes closer 
on sharper curves and wherever the same stakes are 
used for both line and grade and the grade calls for 
shorter stations. The general procedure, however, is to 
set points on an offset line, preferably from the gage 
line, so that they will not be disturbed during the 
grading and trackwork. , 

These points are set either on stakes where the soil 
admits, or on regular track spikes driven where the 
ground is solid enough to prevent the use of wooden 
stakes. When a concrete foundation will not permit the 
ready entry of a regular track spike it is customary 
to use a short spike, only long enough to pierce the 
wearing surface of the pavement and perhaps just start 
into the foundation. Now and then points must be set 
in either a brick, concrete or similar hard pavement 
which will not permit the entry of any spike. In this 
case holes can be center punched and colored in the 
pavement, in which case the staking out should be done 
as nearly as possible to the time of its actual use by 
the construction crew, in order to prevent the points 
being lost. In every case the points should be sta- 
tioned or numbered and chalked-up on the curbs opposite 
or on guide stakes to facilitate the work of locating 
them by the construction crew. 

Still another method of staking out information can 
be employed but only in the case of a double track where 
one track is renewed before the other is touched. In 
this case the dummy rail of the track to be tackled last 
is stationed off and the back of the rail is chisel marked 
at these points with the aid of a regular track chisel. 
The proposed gage line of this rail is then run out 
and offsets are read from this line to the existing gage 
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_ line of the present dummy rail, at the various station 
points chisel marked on the back of the rail. 

A line and grade sheet, like that reproduced, is next 
made out, for the foreman’s guidance, showing at each 
station the offset from the existing gage of this present 
dummy rail to the gage line of the proposed dummy rail 
of the track to be done first. This line and grade sheet 
is employed also when other methods of staking out are 


used and should contain not only a record of the points . 


staked out but any other information which may be of 
value to the construction crew. 

The method just described can best be employed 
where car operation is either infrequent or can be 
‘interfered with without impairing the maintenance of 
_ time schedules. The disadvantage of this method, from 
the standpoint of the track foreman, is in the use of the 
many varying offsets which generally necessitate his 
constant individual attention, whereas the use of a 
simple and constant offset would permit him, with 
greater security, to intrust the work to the sub-foremen 
and their understudies. 

In giving line on a long tangent it is always well to 
‘double reverse the instrument and choose transit sta- 
tions so that they fall at intersections of grades, in 
order to please the eye if there should be slight swings 
in the line as a result of instrument work. Consider- 
ing the short length of the general run of street railway 
curves the method of offsets from the tangent is much 
used in running out curves and proves of great advan- 
tage in saving time. It is much preferable to the 
method of deflection angles which require more instru- 
ment work and constant annoyance to car operation. 
When final grades are run out in city work, great care 
must be used in city work and the construction crew 
instructed to work to the nearest quarter of an inch 
so as to get proper results. 


STAKING OUT SPECIAL TRACKWORK REQUIRES 
ADAPTABILITY TO CONDITIONS 


The staking out described relates to straight track 
and flat curves, and its execution furnishes ample oppor- 
tunity for the engineer to show his ingenuity and dis- 
cretion. The staking out of special trackwork is 
another problem and often is trying, because the work 
often has to be done under traffic congestion and the 
precision required in the measurements is greater. 
If the trackwork, however, has been correctly built at 
the mills, and no error has been made in the field data 
furnished to the steel company, its staking out should 
cause no undue worry. Up to recently some steel com- 
panies were furnishing this staking out information 
on an offset line from the gage line, but this practice 
has given way, generally, to the more efficient method 
of giving data on the actual gage lines. This latter 
method has the double advantage of enabling the engi- 
neer to see directly how the work fits on the tangents 
and also permits of points being set on any offset from 
the gage line. The number of points given are generally 
enough to insure a ready fitting of the parts, and yet 
not too numerous to cause confusion. Another impor- 
tant item in staking out special trackwork is to show 
the construction crew where to cut the old work to 
insure a proper fit of the new work. Information for 


_. eutting the old work is given on the steel company’s 


plans on both ends of the new work. It is well, how- 
ever, to give the construction foreman cuts on one end 
only and allow him to work out the cuts on the other 
end while fitting the work. This precaution is taken 


for the simple reason that sometimes the new work 
has been built too short at the mills and would thus 
necessitate the use of “dutchmen” or short pieces of 
rail to close the gap if both ends of the old work were 
cut simultaneously. 


CLOSE SUPERVISION IS NECESSARY TO SECURE 
GooD RESULTS 


The supervision of all track and paving work by 
competent inspectors is another necessary means of 
securing desired results. All ties and rails should be 
inspected and either accepted or rejected before being 
sent on the job in order to eliminate unnecessary trans- 
portation charges. Where trackwork is done by the 
company forces the roadmaster and his assistants 
should be given full responsibility for the proper execu- 
tion of the work. 
Where, however, 
as quite often is 
the case, track- 
work is let out 
on contract, it is 
quite necessary 
to supervise the 
work and for this 
purpose the com- 
pany inspector 
must be well 
grounded in the 
essentials of 
good track con- 
struction. He is 
the means of 
keeping the de- 
partment in 
touch with the 
daily and weekly 
progress of the 
work and be- 
comes the actual 
mouthpiece of 
the department 
in the interpre- 
tation of all the specifications affecting it. He should 
see that all paving is done according to agreement and 
should at all times bear in mind that the results will 
represent the efforts of his vigilance during the progress 
of the work. 

Upon completion of the work, the public service com- 
mission in authority will generally make an inspection 
of the installation and report as to its acceptance for 
the state. The company should then measure the work 
to determine any increase or decrease in the length 
of the track due to the new construction and record 
the same in the company track mileage book, showing 
the total length of track which is owned and operated 
by the railway. 

In conclusion it might be well to emphasize the 
necessity for ever keeping in mind the scope of all effi- 
cient field data which are to serve at all times as a proper 
guide to the finished work. There is no set rule as to 
the proper method for obtaining or furnishing this 
information, for circumstances alone, and the ability of 
the engineer to meet them, will be the deciding factor in 
each case. It is sufficient to remark that the methods 
here outlined will form a base line for the acquisition of 
others which no doubt will follow with proper effort and 
experience. 
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Traffic Survey in New Orleans 


An Extended Survey Is Being Made of Traffic on Electric 
Railway Lines—Difficulties Encountered by 
Topographical and Other Conditions 


TRAFFIC survey of the New Orleans electric rail- 

way lines is being made for the city department 
of public utilities by the Beeler organization. Its pur- 
pose is to determine what improvements should be made 
in routing and service under the new settlement between 
company and city. 

The peculiar layout of the city makes the routing of 
cars difficult. The principal streets are laid out parallel 
to the Mississippi River or perpendicular to it. Since 
the river turns a full 180 deg. and then reverses itself, 
it is evident that conditions are unique. The city was 
not all laid out at one time but is made up of numerous 
subdivisions whose streets do not always meet, so that 
many detours from a direct route must be made. 

At present there is little or no crosstown service, 
certain direct lines being turned at right angles so that 
they provide, in a measure, for patrons desiring to ride 
across the ruling traffic routes. There is now but one 
through route passing entirely through the business 
district, and that route is not at all balanced as to 
traffic. It is expected that the crosstown service can 
be materially betiered. 

The transfer situation is largely in a chaotic condi- 
tion. An investigation is being made to see if, with the 
inauguration of an improved routing, the transfer system 
can be simplified. This should make it easier for the 
rider to reach his destination and at the same time re- 
duce the abuse. At present the known abuse of trans- 
fers is a matter of serious concern to the operating 
officials. 

New Orleans is not densely built up as is New York 
and most other large Eastern cities. A great majority 
of the population live in detached or semi-detached 
bungalows or two-story houses, making the residence 
sections cover a large area. It is possible that express 
service can be installed on certain lines to give better 
and faster service to the outlying territory.. In the 
business section, which has many narrow and congested 
streets methods used for relief of congestion, will prob- 
ably be practicable. 


CiTy’s RAPID GROWTH A FACTOR IN DETERMINING 
FUTURE REQUIREMENTS 


The second phase of the survey deals with changes 
in the system to care for the future. New Orleans is 
growing rapidly and is now the second largest seaport 
in the United States. Plans will have to be made to 


provide for new lines as needed to serve the sections. 


which are now developing. 

Any rerouting plan will have to take into considera- 
tion conditions which are entirely outside of matters 
of operation. When New Orleans was still a compara- 
tively small town, consisting of two fairly densely settled 
residential districts, with one business district serving 
as the connecting link, there were some six separate 
companies operating under independent franchises. 
Each company naturally tried to tap the most densely 
populated portions of the city. A congestion of tracks 
in these sections resulted, with routes laid out with no 
consideration except for competition to secure the 
maximum business for each company. In the worst 
section this had resulted in sixteen parallel tracks on 
fifveen adjacent streets. 
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Normally it would not be difficult to correct this 
feature. In this instance, however, the terms of the 
indefinite franchise just adopted, under which the new 
company must operate, specify that not only must the 
usual paving of tracks be installed and maintained, but 
once having occupied a street the company is forced to 
maintain that paving so long as the franchise runs, 
regardless of whether the track is in active use, is dis- 
continued, or is actually torn out. With this condition, 
any new track construction means added paving ex- 
penses, while abandonment or tearing up of poorly 
located or useless track gives no compensating relief 
from this heavy burden. 


Conductor’s Ticket Container Used by 
Pacific Electric Railway 


HEN a conductor en- 

ters the service of the 
Pacific Electric Railway he 
is furnished with a supply of 
tickets, transfers, trip sheets, 
time cards, ticket envelopes, 
passenger report blanks, hat 
checks, cash fare receipts, 
witness cards, monthly report 
blanks, accident report blanks, 
passenger tariffs, miscellane- 
ous report blanks and lost 
article cards he carries with 
him. 

To protect this property 
from loss through theft, the 
company has recently stand- 
ardized the practice for han- 
dling these supplies. All are 
provided with a metal con- 
ductor’s ticket container. 
The container is made of 
black japanned metal, durable 


READY FOR SERVICE 


in construction and efficiently , 


designed. The size is large enough to hold the necessary 
supplies and still is not so large that it cannot be put 
into locker on cars. The new metal container is plainly 
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lq! 3” card holder 
inside of lid 


Hinged 


CoONDUCTOR’S TICKET CONTAINER 


stamped “Property of the P. E. Ry.’ on the side, and 
enables the conductor properly to care for tickets, etc., 
issued to him in the safest, most convenient and efficient 
manner. 
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Lightning Arresters for Chilean 


State Railways 

IGHTNING arresters of unusually high voltage have 

44 been built by the Westinghouse Electric & Manu- 
facturing Company for the 3,000-volt electrification of 
the Chilean State Railways. They are designed to with- 
stand the vibration and shock of railway service and 
are of the electrolytic type. : 

The working parts consist of twelve electrolytic cells 
with their balancing resistors and an expulsion fuse. 
The fuse is mounted on the door of the case so that the 
opening of the door opens the circuit. The fuse 
chamber at the left is lined with asbestos lumber and 
is provided with a chute at the top, which extends out 
of the operating chamber of the engine cab. 

The electrolytic cells are held in place on a felt pad 
by a jar holder with two cells as a unit. Each unit is 
held in place by a stud projecting from the back of the 
‘case and this construction prevents the jars from break- 
ing and makes them easily removable. 

The cell is shunted by a resistor to make certain that 
the voltage is equally divided among them. The re- 
sistors are mounted on the micarta panel that serves 
as the terminal board. The hinge bracing on the case 
prevents the heavy door from sagging when open, and 
a strap is supplied at the bottom to carry the weight of 
the door when closed. 


Roller Bearings for Car Journals 


Receive Severe Service Test 
HE accompanying illustration shows the various 
parts of the Stafford roller bearing which has been 
given a test by the Michigan Central Railroad for the 
past year and a half in freight service. This design of 
roller bearing is now being manufactured for electric 
railway service by the Stafford Roller Bearing Car 


Truck Corporation, Lawton, Mich. Besides the set of 


rollers and frames, this type of bearing has six parts; 
the bearing unit, adjusting nut, adjusting nut lock and 
serews, thrust bearing and thrust bearing inner and 


ROLLER BEARING UNITS 


(1) Roller bearing. (2) Adjusting nut. (3) Adjusting nut lock 
and screws. (4) Thrust bearings. ) Thrust bearing inner plate. 
(6) Thrust bearing outer plate. 


outer plates. One of the principal features claimed for 
the design is the use of staggered rollers mounted in 
a double-squirrel cage to provide a continuous support- 
ing surface, regardless of the sway or set of the axle. 
For a 5-in. x 9-in. journal thirty-six rollers in two sets 
of eighteen each are used. The rollers are of oil-treated 
chrome steel ? in. diameter and 23 in. long. 

In the test conducted by the Michigan Central Rail- 
road, trucks equipped with this type of bearing were 
installed under a flat car used in logging service. After 
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operating 2,806 miles the trucks were transferred to a 
gondola car used in sand and gravel service and run 
990 miles, when they were again placed under a box 
car and used in mixed train service for 3,654 miles. 
The entire service mileage for the test was 8,375 miles. 
During this period no trouble was experienced with the 
bearings, nor were any repairs necessary. 


Commutator Repairing Facilitated by Device 


for Holding Armature from Turning 

CONVENIENT device for holding an armature 

from turning while the cummutator nut is being 
removed or tightened is in use in the Kenmore Shops 
of the Northern Ohio Traction & Light Company. The 
device consists of an old car center bearing which has 
been bolted to the concrete floor and into which a key- 
way has been 


pinion turned 
down to suffi- 
cient size is 
dropped into 
the center bear- 
ing and a key 
is slipped be- 
tween the pin- 
ion teeth and 
the key seat in 
the center bear- 
ing. Another 
key is dropped 
in between the 
armature shaft 
and the pinion, 
and the arma- 
ture is then in 
a position to re- 
sist any turning effort. Using this device, sections of 
the commutator can be removed with less trouble than 
if the armature were lying horizontally. 

In connection with this device, there is also used 
another old pinion which has been tapped and fitted 
with a setscrew. It is attached to the commutator end 
of the armature shaft and serves both to hold the span- 
ner from slipping while the nut is being tightened and 
also to hold a loop to which the crane hook is attached 
during the handling of the armature. 


A HoME-MADE DEVICE FoR HOLDING AN 
ARMATURE WHILE COMMUTATOR 
Repairs ARE BEING MADE 


Temperature for Preheating Cast [ron 


and Steel 


N ORDER to compensate for the lower melting point 

of cast iron as compared with steel, the Metal & 
Thermit Corporation, New York, N. Y., recommends 
that in preheating cast-iron sections, preparatory to 
thermit welding, these sections be heated only a little 
more than necessary to show color, such as a dull 
red heat. This will result in a quieter pour, the fusion 
will be just as perfect and no hairline cracks will ap- 
pear. Probably this is because the expansion curve is 
much greater up to a red heat than it is from the red 
heat to the white heat and that the sections are, there- 
fore, practically fully expanded at this dull red heat. 
It is also true that the thermit steel at first heats and 
expands the sections with which it comes in contact 
and, therefore, the slight difference in preheating is 
negligible. : 
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System for Proper Brake Maintenance Pays* 


How Accidents and Delays that Are Due to Brake Failures Have Been Practically 
Eliminated by a Comprehensive Inspection and Maintenance System 


By O. R. H1ILu 
Master Mechanic Rockford & Interurban Traction Company, 
Rockford, Ill. 


UCH can be done toward pre- 

venting accidents, maintaining 
schedules, and reducing the expense of 
removing cars from service by having 
brakes in good operating condition at 
all times. On our property we have 
given the subject of brake maintenance 
considerable attention, and have been 
amply repaid by a great reduction in 
the number of cars removed from 
service for bad brakes and the almost 
total elimination of accidents and de- 
lays due to brake failures. We have 
not made any radical changes of any 
kind but have inaugurated a regular 
inspection system, which we follow 
closely, and we have insisted that the 
men whose duty it is to inspect and 
maintain our brakes do a thorough job. 
It has been our desire to have them use 
the right part in the right place at all 
times, - 

Beginning where the air system has 
its connection with the brake rigging 
we have the brake cylinder. This piece 
of apparatus requires very little atten- 
tion and gives very little trouble. It 
should be thoroughly cleaned and lubri- 
cated at least once every six months, 
at, which time any defective or worn 
parts should be replaced. On our prop- 
erty we use a composition piston pack- 
ing cup which requires no expander 
ring and requires only enough lubri- 
cant to keep the cylinder walls from 
rusting. We have had better success 
with this cup than with the leather 
ones. The piston sleeve should be lubri- 
cated with a small amount of grease at 
each inspection period. The brake 
cylinder should be securely anchored to 
the car underframe so that it cannot 
move when the brakes are applied. 
Whenever possible we have lowered our 
cylinders by using hangers so that the 
body levers lie in the same plane with 
the radius bars on the trucks. The 
forces in the pull-rods and body levers 
are then in line. and do not have a 
tendency to buckle the levers or to pull 
the car body down on the trucks. 

Practically all of our cars are 
equipped with air brakes for regular 
service but have hand brakes for emer- 
gency use. We have had trouble trying 
to keep these hand brakes in operating 
condition. We have taken hand brakes 
from cars being overhauled in the shop 
that were rusted so tightly that it was 
necessary to heat them to remove the 
staff. This condition has been helped 
by lubricating the staff where it passes 
through the floor, at each inspection 
period, with penetrating oil such as is 
used in many garages for removing 
bolts that are stuck. I believe that the 
proper way to keep a hand brake of this 
type in operating condition is to require 
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the motorman to make at least one stop 
each day with it. We now have a num- 
ber of our cars equipped with the staff- 
less type of hand brake. This brake has 
been very satisfactory, as it eliminates 
the point of greatest trouble with the 
older type of brake, which is the point 
where the staff passes through the floor. 

Body levers should be of the proper 
size to withstand the heavy stresses 
placed upon them, should be of the 
proper length and have the holes 
properly spaced. They should be sup- 
ported by substantial hangers. We use 
a hanger to the top of which is bolted 
a 1-in. maple strip upon which the body 
levers rest and upon which they slide 
when the brakes are operated. A little 
center plate grease is applied to this 
maple strip at each inspection period. 
This strip has quite a long life and is 
easily renewed when worn. We have 
part of our body lever hangers much 
more heavily constructed and securely 
anchored than would be necessary to 
carry the levers. This is done to enable 
them successfully to withstand the 
shock of the lever striking the safety 
stop in case of a breken brake rod. 
There are two of these safety stops 
attached to the hanger in such a way 
that should either brake rod fail, the 
body lever to which it is attached will 
strike its stop before the piston travels 
the length of the cylinder and thus 
permit the car being brought to a stop 
by the brakes on the truck to which the 
good pull rod extends.. On a property 
like our own where a large number of 
different types of cars and trucks are 
in service, it is very convenient to 
have the different levers, brake rods, 
hangers, etc., charted so that they may 
be easily identified by repairmen whose 
duty it is to renew these parts at the 
inspection carhouses. Body levers 
should be arranged at such an angle 
that they will stand as nearly perpen- 
dicular to the center line of the car as 
possible when the brakes. are applied. 


PuLL Rops SHOULD BE MADE oF HIGH- 
GRADE MATERIAL 


The pull rods are very important 
parts of the brake rigging because of 
the fact that their failure frequently 
means a serious accident. Although we 
now use ordinary mild steel for pull 
rods on our property and have had no 
trouble with it, still I believe that they 
should be made of a better material. 
Some kind of iron similar to Norway 
iron which will bend rather than snap 
off should be used for these important 
parts. The point where the jaws are 
welded to the pull rod is frequently a 
place for trouble due to failure of the 
weld. A number of roads eliminate this 
point of possible trouble by using a 
pull rod made of flat material with the 
jaws either bolted or riveted on, thus 


doing away with the welds. I have had 
very little experience with this type of 
rod but it looks like a good scheme. 
Some roads give their pull rods a ten- | 
sion test in a machine in the shop be- , 
fore they are installed on the car. LIL. 
understand that one of the large elec- 
tric railways in the East tests its brake » 
rigging by applying the brakes with | 
the air pressure 50 per cent above | 
standard and by hammering the rods 
with a light sledge. 
On trucks equipped with the so-called — 
“circle bars” trouble is usually ex-— 
perienced from the roller in the pull-— 
rod jaw wearing a notch in the center 


-of the bar and then catching in this. 


notch and setting up the brakes when 
rounding sharp curves. On our prop- 
erty we use a double-plate arrangement. 
similar to the trolley used on some light 
conveyor systems, the pull rod being at- 
tached at one end by a pin while the 
other end carries two rollers, spaced 
about 8 in. apart, which bear on the 
circle bar. This arrangement has done 
away with all trouble from brakes 
sticking in curves and from notches: 
being worn in circle bars. Circle bars: 
should be lubricated at each inspection 
period with center plate grease or some 
similar grease which adheres well to 
the bar. 

Brake release springs should be kept 
in good condition at all times so that 
the brake rigging will return promptly 
to the full release position and not 
have a tendency to drag. They should 
be kept tight so that they will not. 
rattle and wear the eyes so quickly. 
Truck levers should be of proper dimen- 
sions and have holes correctly spaced. 
Care should be exercised by repairmen 
when changing levers to see that the 
proper ones are put in. This applies 
particularly to a property like our own 
where there are a number of different 
trucks in service which have similar 
brake levers and hangers. This is an- 
other instance of where the charting of 
brake rigging parts is a great advan- 
tage. 

Brake hangers should be renewed be- 
fore their holes show much wear. A 
set of badly worn brake hangers will 
cause the brakes to grab and chatter 
when applied, making a very disagree- 
able stop. This chattering accelerates 
the wear and will finally cause the 
failure of some part of the brake sus- 
pension if not corrected. 

Turnbuckles become worn and loose 
quite rapidly and require constant at- 
tention, as a broken turnbuckle may 
easily cause a serious derailment. When 
they are badly worn there is also the 
liability of threads stripping when the 
brakes are applied resulting in a great 
loss .of braking power. Turnbuckles 
should have their threads lubricated so 
that they can be easily adjusted and 
should be equipped with locknuts or 
some other device to prevent the ad- 
justment changing while the car is in 
service. Automatic slack adjusters 
have come into quite general use in 
place of turnbuckles and are quite suc- 
cessful in maintaining a constant pis- 
ton travel. 
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Shoe heads are subject to much wear 
and should receive considerable atten- 
sion from inspectors and repairmen. A 
shoe head which is badly worn so that 
he shoe is not properly held in line with 
the wheel is a source of much annoy- 
ance and expense. It wears the shoe 
unevenly so that it must be removed 
and scrapped before full wear has been 
sbtained. The two prongs at each end 
of the shoe head receive considerable 
wear and-are sometimes damaged by 
the wheel cutting through a shoe which 
has been left on too long. We are now 
using a shoe having a straight lug 
across each end, which makes it very 
easy to reclaim heads with worn ends 
by simply cutting a seat on each prong 
and welding in a small piece of flat 
steel extending entirely across the head. 
On trucks equipped with brake beams 
it is very important that the shoe heads 
be kept securely attached to the beams 
at all times. If they are allowed to 
become loose, the bolts, holes and sur- 
faces of the beam and head will become 
badly worn in a very short time. 

Brakeshoes should fit the heads 
closely, any burrs or lumps on the 
shoes which would prevent a good fit 
being removed before the shoes are put 
on. Keys of the proper size and curve 
should be used and care should be ex- 
ercised to see that the key is properly 
entered through the lug on the shoe. 


HARDENED BUSHINGS, PINS AND BOLTS 
REDUCE TROUBLES 


Wherever possible holes for brake 
pins, hanger bolts, ete., should be fitted 
with hardened bushings and the pins 
and bolts themselves should be hard- 
ened. Brake rigging so equipped will 
remain in good condition very much 
longer than if hardened pins and bush- 
ings are not used. The bushings should 
be a good driving fit in the hole which 
is to receive them, should be of the 
proper length so that they do not pro- 
ject above the surface of the piece after 
they have been driven home, and should 
have the sharp inside corner slightly 
chamfered. Hardened pins’ should 
have the cotter-pin hole drilled so that 
there is a little space between the cotter 
and the lever or jaw. The edges of 
this cotter-pin hole should be slightly 
chamfered to prevent the cutting of the 
pins. The end of the pin should have 
a short taper to make it easier to in- 
sert without having the holes lined up 
exactly and without danger of driving 
out the bushings. At present we are 
using a forged and hardened pin, but 
we favor the machined pin as it is more 
uniform in diameter and has a better 
finish. We have been bushing practi- 
cally all holes in our brake rigging and 
using hardened pins on all trucks 
overhauled during the last one and one- 
half years and have noticed a very 
marked improvement in the general con- 
dition of the brakes on our cars. 

The proper adjustment of brakes is 
‘very important. Most brake inspectors 
adjust brakes by “feel,” that is, they 
learn to know by the sound when they 
sshake a turnbuckle whether or not it is 
properly adjusted. This method, how- 


> 


ever, is not always reliable, and the 
brake should always be examined while 
applied and any changes in adjustment 
made that are found necessary to make 
the car brake evenly. 

One more point which I would like to 
mention is the matter of the standard- 
ization of parts for brake rigging. Of 
course there are many parts, such as 


levers, pull rods, hangers, ete., which 
must be more or less special for the 
different trucks and types of cars, but 
with such parts as pins, bushings, 
shoes, heads, etc., there is a great field 
for standardization. We now have a 
change in mind on our property which 
will eliminate three different brake 
heads and one type of shoe. 


Regulate Service According to Traffic* 


A Car Always in Sight Should Be Motto of Electric Railways—Frequent 
Passenger Counts Necessary to Adjust Service to Traffic 


By NELS C. RASMUSSEN 
Superintendent Wisconsin Valley Electric Company, 
Wausau, Wis. 


E CANNOT expect the schedule 

which suited traffic ten years 
ago to be sufficient at this time. It 
has been my observation that the 
amount and direction of the traffic is 
not the same from one year to the next, 
neither is it the same in one season of 
the year as in another season of the 
same year. Formerly we used to have 
a lot of pleasure riding in the summer 
time, but the pleasure of automobile 
riding has taken this business away 
from the electric railways to a great 
extent, except in a few instances. Now 
we must look to the steady passengers 
to keep up our traffic. 

We must lay out our schedules for 
the rush-hour traffic periods to the best 
advantage. In some cities if service is 
frequent enough and distances not too 
great a good many people go home for 
their noon luncheon. This kind of traffic 
should be encouraged as much as possi- 
ble, as the cars usually are not loaded 
heavily at that time. The evening rush 
is usually the time when most street 
railways are put to the task in handling 
an enormous amount of one-way traffic 
in a comparatively short time. That 
is when usually every available car is 
pressed into service. On a _ double- 
track road, where cars can be readily 
added to the service, this is not so diffi- 
cult, but on a small or medium-sized 
single-track road it becomes quite a 
problem, as often switches are not so 
located as to permit the operation of 
cars between those regularly scheduled. 
Double heading is often resorted to in 
this case, but as a rule this does not 
increase the headway; in fact, it very 
often slows it up. On our property 
we were confronted with this problem a 
couple of years ago, and we had either 
to double head all of our regular cars 
during the morning and evening rush 
hours or decrease the time between the 
cars. We decided on the latter and 
shortened our headway five minutes on 
city lines and ten minutes on suburban 
lines. To do this it was necessary to 
move some of our switches in order to 
establish proper meeting points for the 
cars. This we did, and the result at 
that time was very gratifying, as we 
not only handled traffic better and 
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faster but increased it about 30 per 
cent. 

However, this summer general busi- 
ness conditions in our city have been 
somewhat depressed and traffic on our 
lines has slowed up to some extent, 
and we are now considering cutting one 
car off during the hours of light traffic. 
This again will require us to put in 
another switch on the suburban line, 
but we believe we can do that, and 
save a car about six or seven hours per 
day, so the money spent for installing 
this switch should bring good returns. 

We have also iried other methods, 
such as shifting a car from one line to 
the other. We are doing this in the 
morning for one trip, when we have a 
large number of workmen going to 
one of the principal industries on one 
of our lines. They all come from one 
general direction on another line, and to 
avoid .transferring we run this car 
directly through to the industry men- 
tioned, and the car coming in to the 
transfer point at that time is shifted. 
This eliminates transferring a carload 
of passengers and has proved very 
popular with the patrons using this 
service. 

In a good many instances the laying 
out of a schedule has been guesswork, 
especially in former years. I believe a 
superintendent should check his service 
every now and then by getting an ac- 
curate count of passengers on certain 
points on the line at certain times of 
the day. He should then chart the re- 
sult and compare the number of seats 
furnished to take care of the traffic 
shown on the chart, not forgetting that 
the more frequent service he is giving 
the more traffic will be built up. I am 
a firm believer in frequent service, and 
my motto is “A car in sight at all 
times.” 

We must not lose track of the fact 
that our greatest competitor, the 
privately owned automobile, is steadily 
teaching people the riding habit, and 
when their auto is not available, the 
street car is their next step, as they 
will not walk as they used to do in 
former years. 

We have also made other adjust- 
ments, such as in the leaving time of 
cars from the heart of the traffie cen- 
ter. For instance, our suburban cars 
were leaving the traffic center on the 
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hour, twenty minutes after the hour 
and forty minutes after the hour, but 
we discovered in a very short time that 
the clerks in the stores, and laboring 
men, who are working, say, until 5 
o’clock, could not catch the 5 o’clock 
car. For those who lived in the city, 
it did not make much difference, as 
they were able to catch the 5:10 car, 
but the suburban passengers had to 
wait until 5:20. We therefore changed 
the schedule so that now our suburban 
cars leave the heart of the traffic center 
at ten minutes after the hour, thirty 
minutes after the hour and fifty minutes 
after the hour, and now all clerks and 
laboring men who quit.at 5 o’clock can 


catch the 5:10 suburban car. If they 
live within the city they can be home 
in fifteen minutes, and if in the subur- 
ban territory in thirty minutes after 
quitting work. 

If it is found to be impossible to 
speed up the schedule during the light 
hours of traffic, it might in some in- 
stances be possible to turn certain cars 
back before reaching the end of the 
line. Care should be taken, however, 
not to impair the service, and it is 
much better to run a car a trip or 
two where it is not needed-than to cut 
off a trip where there is the slightest 
necessity of operating to the end of the 
line. 


9 a) 7 
Keep on a’Courtin’ that Gai* 
Companies Make Grave Mistake to Stop Public Relations Work with Improv- 


ing Conditions—Homely Analogy of the Public and One’s Wife Makes 
Plain What the Task of Winning Goed Will Is 


By LABERT ST. CLAIR 


Director Advertising Section 
American Electric Railway Association, New York City 


NE of the gravest dangers which 

now confront the industry is that 
managements, satisfied with their in- 
creasing prosperity, will neglect their 
public relations. The management 
which now cuts down its advertising 
and other public relations work is mak- 
ing a costly mistake. The public must 
be courted continuously in every possi- 
ble way if its good will is to be re- 
retained. 

“But,” it is declared, “I don’t have to 
advertise any longer. The crisis is 
passed. All my people demand now is 
a good ride. With that they will 
be thoroughly satisfied.” 

This argument is as fallacious as the 
one that all a husband has to do to keep 
his wife’s affections is to feed and 
clothe her well. 

The public and wives are just alike 
in that they they expect something 
more than the legal requirements of 
aid from those who would court their 
favor. And if they don’t get a little 
extra attention, the first thing the 
neglectful husband knows along will 
come Mr. Jitney Bus, or some other 
stranger with a dyed mustache and 
many promises, and an elopement will 
follow. Of course, this stranger won’t 
do half the things he promises, but the 
wife who is getting scant attention save 
board and keep is likely to be attracted 
to him, anyhow. 


NEED FOR ADVERTISING NEARLY AS 
GREAT AS EVER 


The public needs to be told the facts 
about electric railways now through 
advertising even more than it did when 
roads were in great financial distress. 
Unthinking persons, and even some of 
those who do think, are likely to be- 
lieve unless the whole situation is ex- 
plained to them that simultaneously 
with this prosperity which is just coming 
over the horizon, rates of fare should 
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go back to where they were before the 
war. Of course such a procedure, be- 
fore roads have had an opportunity to 
readjust themselves, would be ruinous. 
But how is the average car rider to 
know this and many other things of 
great importance to his service, if it 
is not explained to him? 

Tell the public the facts. If things 
are getting brighter, say so. A smile 
always is more attractive than a frown. 
I honestly believe that, down in his 
heart, the average man and woman 
wants his electric railway and other 
public utilities to be prosperous. If 
they are not prosperous, the town in 
which they operate cannot be. And 
no one wants his town to go back. The 
thing to do, therefore, is to show how 
general prosperity is dependent upon 
utility prosperity. And the way to 
get this fact across to the public is to 
advertise. 

The day for weeping, certainly, is 
past. You see many persons drop a 
coin into a crippled hand-organ grind- 
er’s cup once, but you seldom hear of 
any one employing him to play con- 
tinuously. 


Goop PUBLIC RELATIONS Man Not 
HARD TO FIND 


Here and there we still find a few 
public utility companies which pay no 
attention to public relations because 
they say they have no expert in this 
work to do it for them. This is not a 
good excuse for neglecting such an im- 
potant feature of our business. Of 
course, there isn’t an advertising ex- 
pert in every company, but there is 
always one man who has made a suc- 
cess of married life. Place him in 
charge of public relations and tell him 
to apply to the public the plans that 
he finds works well in dealing with his 
wife, his children and his neighbors, 
and your public relations will improve. 

In the beginning let him regard his 
position as that of the street car com- 
pany and his wife as that of the r‘ding 


public. Then make him understand 
that his biggest job is to keep the wife 
happy. He quickly will recognize these 
fundamentals. 

The husband must bring home the 
bacon. But that is not enough. He 
must take his wife into his confidence — 
about how the bacon is procured, what 
the outlook is for more bacon, and — 
when a few eggs and cake can be ex- 
pected on the side. The more the wife ~ 
knows about the details of the getting 
the more help she will give and the 
more patient she will be. The bacon is” 
the electric railway ride. Wy), 

The husband must deliver a few sur- — 
prise packages along with the bacon. 
Give the wife just a little more than — 
she expects. It will please her. The © 
weekly pass is a good example of this. f 

The husband must take pride in keep- © 
ing his personal appearance apace with — 
that of the rest of the household. The © 
electric railway company which doesn’t — 
keep its cars clean is comparable to the © 
husband who sits around the house in ~ 
his undershirt on Sunday and refuses { 
to shave. : 

Finally, if a wife’s co-operation is” 
expected, her advice must be asked on 
questions of mutual interest. She may 
give valuable aid, and even if she 
doesn’t, it. will improve relations to- 
give her a chance to help. The electric 
railway company which does as it likes 
in all things without consulting its” 
riders is going to have much the same 
sweet time as the husband who buys 
his wife’s hats without consulting her. 


Safety as an Operating 
Factor* 
By F. R. CoATEs 


President Community Traction Company 
Toledo, Ohio. 
HE development of accident pre- 
vention in industry began several 
years ago and the result was a marked 
decline in the number of industrial acci- 
dents. At the same time the number 
of utility accidents, due to public con- 
ditions, street and home, was increasing 
alarmingly. Barnum was right, there 
is one born every minute. Only he re- 
ferred to suckers, I refer to fool auto 
‘drivers, and of all the hazards we pub- 
lic utility railway men have to contend 
with, this constitutes the greatest. 
The auto deaths in ten American 
cities, picked at random, show in- 
creases in five and decreases only in 
cities where safety campaigns have 
been in progress during the past two 
years: 


1920 1921 
New “Yorks s0.00.S0 0.0) ec Gi eee eee 756 
GRICARO waved svaial 2a hs eee res ee 542 
Philadelphia: 9 «...s°<,.. .c.n cus «eee 232 
Detrolt 55 was vw wekleier atte ane 240 
St: Laois: 60s <aiais\s lary ter ee 102 
Milwaukée .5.. 4...c.c. sesingterneee 12 
Rochester) oi vias .c vate ae oe 37 
lint, Michs «. s,.0: ts <tr oeeteee 52 
TOUISVALIO. oo aye. cu a vtec. eee eee 18 
Grand’ Rapids’ 220i)... de eaters 16 


Of the 12,588,949 motor vehicles 
use in the world, 83 per cent, or 10,505, 
666, are in the United States. 
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Three times as many persons meet 
death by automobile accidents as are 
killed in all the factories, mines, rail- 
roads, and other industries. That 
means 500,000 automobile accidents a 
year. Every thirty-five minutes that 
your watch ticks off, records the death 
of another person due to an auto acci- 
dent. This is but one phase of the 
operating officials’ troubles as far as 
accidents are concerned, but it is the 
most important one and is bothering 
every one of the operating officials in 
the country. 

Safety as an operating factor must 
be reckoned with. A few years ago 
operating heads gave scant heed to it 
until it had been demonstrated most 
forcibly to them that it was the one 
thing most needed if accident costs 
-were to be reduced. We find in Toledo 
that well organized safety work pays 
and, largely through this channel, we 
are able to make the following com- 
parisons: 


REDUCTION IN ACCIDENT AND LITIGATED 
CASES HIGHLY GRATIFYING 


In eight years or from 1914 to 1921, 
public accidents were reduced from 
3,008 to 2,295 and employee accidents 
from 306 to 152 for 1921. During the 
same period thé total expenditure for 
accidents went from $149,225.19 to 
$69,729.74, the litigated cases from 
ninety-one to twenty-two and the per 
cent of accident cost to gross revenue 
from 7,813 to 2.35. Of this record we 
are justly proud, but realize that it 
could not be accomplished unless we 
enjoyed the hearty co-operation of our 
employees, due almost entirely to our 
safety talks to them plus the work 
done with the public. 

The attitude of employers today is 
greatly different from that maintained 
ten or fifteen years ago. There are 
many employers today who are willing 
to consider the question largely from 
its humanitarian standpoint alone. 
The number of these men is increasing 
daily, but there still remains a large 
aggregate of employers who must be 
approached through their pockets rather 
than through their hearts. 

The operator and the manufacturer 
have learned the lesson that safety 
methods pay: 

First, because they are the means of 
saving life and limb, nct only to the 
employees but to the public as well; 
and 

Second, because the saving of dollars 
and cents as a result of the efforts ex- 
pended returns twofold. 


French Lick Convention 


‘HE second annual convention of the 

Great Lakes Division, National 
Electric Light Association, will be 
held at French Lick Springs Hotel, 
French Lick, Ind., Sept. 27, 28, 29 and 
30 in joint session with the fourteenth 
annual convention of the Indiana Elec- 
tric Light Association. A very com- 
prehensive and interesting program has 
been arranged under the direction of 
Harry Reid, president of the N.E.L.A. 
Division, and Secretary R. V. Prather. 


| = 
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Union Internationale de 
Tramways 


HE dates of Oct. 2 to Oct. 7, 1922, 

have been selected for the eight- 
eenth convention of the Union Interna- 
tionale de Tramways, de Chemins de 
Fer d’Intérét Local et de Transports 
Publics Automobiles. The meeting has 
received official recognition from the 
Belgian government, and an attractive 
social program has been arranged in 
connection with the meeting. Techni- 
cal sessions will be held each morn- 
ing, from Monday to Friday inclusive, 
and there will be an afternoon technical 
session on Thursday. A list of the 
papers follow: 

1. “A study on the increase in first 
cost and in operating expenses of tram- 
ways, interurban railways and bus 
lines, as compared with the period be- 
fore the war,” by A. Mariage, chairman 
of the board and general manager of 
the Société des Transports en Commun 
de la Région Parisienne. 

2. “Automatic substations,” by L. 
Sekutowicz, director of the technical 
service of the “Omnium Lyonnais” at 
Paris. 

3. “Hlectric welding and other kinds 
of welding for railway tracks and rail- 
way shops,” by E. d’Hoop, director of 
the Brussels Tramways Company. 

4. “The financial condition of the 
Swiss railways from 1913 to 1920,” by 
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Charles Rochat, general 
Geneva Electric Railways. 

5. “The use of mercury arc rectifiers 
for tramways,” by M. Odermatt, engi- 
neer of Brown, Boveri & Company, 
Baden, Switzerland. 

6. “Motor rail cars for interurban 
lines,” by J. de Croes, chief engineer, 
Société Nationale des Chemins de Fer 
Vicinaux, Brussels. 

7. “Comparison of the different 
systems for the electrification of inter- 
urban lines,” by A. Pirard, general 


manager 


manager of the Société Anoyme 
d’Enterprise Générale de Travaux, 
Liege. 


8. “Motor bus service organization in 
great cities,” by H. E. Blain, assis- 
tant managing director London Under- 
ground Railways and London Gen- 
eral Omnibus Company Group, London. 

9. “One-man cars,” by P. N. Niewen- 
huis, manager of the Arnhem Municipal 
Tramways. 

10. “Modern improvement in tram- 
way rolling stock,” by C. J. Spencer, 
general manager London Group of 
Tramway Companies, London. 

This is the first meeting of the asso- 
ciation since the war, in fact since a 
meeting which was scheduled to be held 
in Budapest in 1914. The official lan- 
guage of this association is French, 
and that is the language in which the 
papers and proceedings of the associa- 
tion are published. 


Large California Delegation 
Going to Chicago 
V. HILL reports that the Cali- 


e fornia delegation to the Chicago 
eonvention of the American Electric 


Railway Association will be about 
twenty-five strong. Arrangements have 
been made for a special Pullman to 
take the party to Chicago. 

Mr. Hill is now in Washington to 
confer with Charles L. Henry, the asso- 
ciation’s representative there in na- 
t-onal relations. While it is not now 
expected that there will be legislation 
on the present steam railroad strike, the 
association’s representatives are pre- 
pared to prove to any congressional 
committee that the electric railways 
should be exempted from the provisions 
of any such bill, just as they were 
under the Esch-Cummings bill. 


Good Will Signs 


HE advertising section of the 

American Electric Railway Asso- 
ciation has just brought out five “good 
will” signs, 14x18 in., printed in 
colors, relating to the reliability, safety 
and other advantages of electric cars 
for urban service. These signs can be 
used either in car windows or posted 
around the property of a railway or 
manufacturer interested in promoting 
the welfare of electric railways. Mem- 
ber companies can secure copies gratis. 


Claims Association 
Expands Objects 


OR some years the American Elec- 

tric Railway Claims Association 
has been handicapped by the statement 
in its constitution outlining its “ob- 
jects.” This year a determined effort 
will be made to change the constitution 
to accord with the present conditions. 
The clause drafted for the constitution 
and approval by the executive com- 
mittee of the Claims Association reads 
as follows: 


‘The objects of this association shall be 
to endeavor through co-operation, study and 
discussion to ascertain, inaugurate, main- 
tain and develop those modes of procedure, 
practices, policies and ethics most effective 
in preventing accidents, determining and 
discouraging unreasonable claims, minimiz- 
ing inequitable expenditures and other 
waste, defending against unfair demands, 
adjusting claims owed, and otherwise ad- 
vancing the ultimate best interests of mem- 
ber companies and those they serve. 


The clause at present in the consti- 
tution, as adopted in 1906 and later 
amended, reads as follows: 


The objects of this association shall be to 
bring together those engaged in the claim 
departments of urban and interurban rail- 
ways and the electrified sections of steam 
railways for the interchange of ideas and to 
promote the mutual protection of such com- 
panies from fraudulent claims. 


It is thought by the executive com- 
mittee that under the present consti- 
tution no paper can be presented at the 
convention unless it relates to the fore- 
going very limited object. Hence the 
desire for a change. 
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Tentative Programs of the American 
and Affiliated Associations 


(Corrected by the Association up to Aug. 31, 1922) 


American Association 


Monday, Oct. 2 
Registration, etc. 


Tuesday, Oct. 3 


10:00 a.m. to 1:00 P.M. 


Convention called to order. 
President’s Address. 

Report of Executive Committee. 
Report of Executive Secretary. 
Report of Treasurer. 


Appointment: 
(a) Committee on Resolutions. 
(b) Committee on Recommenda- 
tions in President’s Address. 


Committee Reports: 

Constitution and By-Laws—C. L. 
HENRY, chairman. 

Memberships, Company and Asso- 
ciate—F. R. CoaTEs, chairman. 

Company Section and Individual 
Members — MARTIN SCHREIBER, 
chairman. 

Co-operation with State and Sec- 
tional Associations—W. H. Saw- 
YR, chairman. 

Finance—J. H. PARDEE, chairman. 


Publicity —J. N. SHANNAHAN, 
chairman. 

Publications—L. S. Storrs, chair- 
man. 


Co-operation with Manufacturers 
—E. F. WICKWIRE, chairman. 


Address by a prominent industrial 
executive: “Development of Com- 
munity Transportation and Its 
Effect on Other Industries.” 


Discussion: 

Public Relations—Series of Short 
Talks; Opening address by VICE- 
PRESIDENT M. C. BrusH, Amer- 
ican. International Corporation, 
who will introduce the following 
speakers for five-minute talks: 

H.B. FLowers—‘Keeping in Touch 
with Local Organizations.” 

MarTIN SCHREIBER — “Results in 
Southern New Jersey.” 

BRITTON I. Bupp—‘“Use of Com- 
pany Publications.” 

Barron G. CoLuier — “Utilizing 
Company Advertising Mediums.” 

L. S. Storrs — “Relation of the 
Public Press to the Traction 
Problem.” : 

W. H. SawyvEr—‘“How I Use Paid 
Newspaper Space.” 

J. P. Barnes — “Value of State 
Publicity and Information Bu- 
reaus.” 

C. E. Morcan — “Telling Your 
Story Through Employees.” 

P. S. ARKWRIGHT—“Public Speak- 
ing as a Publicity. Medium.” 
Speaker to be announced later— 
“The Operation of a Community 

Committee Plan.” 


Wednesday, Oct. 4 


Committee Reports: 
Nominations. 
Election of Officers. 
Committee of One Hundred—Guy 
E. Tripp, chairman. 


Valuation — J. P. BARNES, chair- 

man. 

A report dealing with economic 
procedure for appraisals; with com- 
ments on various court decisions 
and property valuations. “Yard 
Stick” method of valuation. 


Committee Reports: 

Electrolysis—W. J. HaRVI&, chair- 
man. 

Policy—Britton I. 
man. 

National Relations — CHARLES L. 
HENRY, chairman. 

Mail Pay—L. H. PALMkr, chair- 
man. 

Joint Committee of National Util- 
ity Associations—RANDAL Mor- 
GAN, chairman. 

Education—Epwarp DANA, chair- 
man. A comprehensive report 
with theses, covering the follow- 
ing phases of educational work: 

Co-operative Courses with Uni- 
versities and Colleges. 

Similar Co-operation with High 
Schools and Trade Schools. 

Co-operation with Manufacturers. 

Conducting Classes on University 
Extension Plan. 

Instruction of Supervisory Forces. 

Company Sections. 

Shop and Departmental Appren- 
tice Courses. 

Distribution of Company and As- 
sociation Literature. 

Americanization of Foreign Born 
Employees. 

Instruction in Courtesy to the 
Public. 


Address on a National Topic by a 

Federal governmental official. 

Past-Presidents’ Day: 

Short talks by oldest living and 
other past-presidents of the 
Association, subject introduced 
by JOHN M. ROACH, and the 
meeting to be conducted by 
PAST-PRESIDENT GEN. GEORGE 
H. HARRIES. 


Thursday, Oct. 5 


Committee Reports: 

Trackless Transportation—H. B. 
FLOWERS, chairman. 

Uniform Motor Vehicle Law—C. 
D. Cass, chairman. 

Maintenance and Construction of 
Highways—W. J. Harvikg, chair- 
man. 

Special Taxes—C. D. Emmons, 
chairman. 

Resolutions. 

Recommendations 
Address. 

Address by Hon. Cart D. Jacx- 
SON, chairman Wisconsin Rail- 
road Commission. 

Address by a well known public 
official on “Taxation of Public 
Utilities,” to be followed by a 
discussion by a member of a 
state public utility commission. 

Paper on some phases of Trackless 
Transportation. 

Unfinished business. 

Installation of Officers. 


Bupp, chair- 


in President’s 


Engineering Association 
Monday Morning, Oct. 2 
Registration. 
Monday Afternoon 


Convention called to order. 

Address of President. 

Report of Executive Committee. 

Report of Secretary and Treas- 
urer..~ 

Presentation of Past-Presidents 
Badges, H. H. ADAMS, Master of 
Ceremonies. 

Safety Address—W. H. Boycs, 
general manager Beaver Valley 
Traction Company, New Brigh- 
ton, Pa. 

Committee Reports: 

Reorganization—F, R. PHILLIPS, 
chairman. 

Unification of Car Design—H. H. 
ADAMS, chairman. A study of 
car design containing valuable 
data on good practices. 

Heavy Electric Traction—SMNEY 
WITHINGTON, chairman. Elec- 
trified Mileage and Locomotive 
Tonnage Data on Electrified 
Roads, United States and Abroad 
—Supplement to Bibliography. 


Tuesday Afternoon, Oct. 3 


JOINT MEETING WITH ACCOUNTANTS’ 
ASSOCIATION 

Safety Address. 

Report of Joint Engineering-Ac- 
counting Committee—CHARLES R. 
HaARTE, chairman (Engineering) ; 
H. C. KIMBALL, chairman (Ac- 
countants). This report contains 
a classification code including all 
items in construction and recon- 
struction so arranged that Inter- 
state Commerce Commission ac- 
count numbers may be adhered 
to. The code is designed so that at 
any time during progress or after 
completion of a job, the cost of 
any item of work may be readily 
determined. 

Committee Reports: 

Equipment—R. H. DALGLEISH, 
chairman. Wheel Tread and 
Flange Contours, Helical Gears, 
Trolley Contact Devices, Review 
of Existing Standards. 

Buildings and Structures—FRANK 
H. MILLER, chairman. Design 
of Typical Shop Building and 
Layout Design of Small Bridges, 
Culverts and Trestles, Review 
of Standards and Recommenda- 
tions. 


Paper—“Related Function of En- 
gineer and Accountant in Public 
Utility Development,” EpwIn D. 
DREYFUS, engineer West Penn 
Railways, Pittsburgh, Pa. 


Wednesday Afternoon, Oct. 4 


Safety Address. 
Committee Reports: 
Way Matters—W. F. GRAVE3, 
Chairman. 
Standardization of Frogs and Car 
Clearance Easements. 
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Proper Location of Tongue 

Switches. 

Wheel Tread and Flange Contours. 

Revision of Girder Rail Specifi- 
cations. 

Design of Substitute Ties. 

Welded Rail Joints. 

Wood Preservation. 

Specifications for Sundry Track 


Materials. 

Dimensions of Frogs Used in 
Tongue Switches and Split 
Switches. 

Track Construction on Paved 
Streets. 

Review of Standards and Recom- 
mendations. 


JOINT MEETING WITH AMERICAN 
WELDING SOCIETY 

Paper—“Possibilities of Welding 
and Need for Research and 
Standardization” —C. A. Mc- 
CUNE, president American Weld- 
ing Society. 

Paper—“Welded Rail Joint Prob- 
lems”’—E. M. T. RyprER, way 
engineer Third Avenue Railway 
System, New York City. 

Paper—“Application of Welding— 
Electric, Gas and Thermit—in 
the Electric Railway Shop.” 


Thursday Afternoon, Oct. 5 


Safety Address. 

Committee Reports: 

Power Generation—E. H. Sco- 
FIELD, chairman. 

Advance in Art of Power Genera- 
tion, Action Toward Joint Study 
by All Associations Interested. 

Electrolysis; Review of American 
Committee Report. 

National Electrical Safety Code. 

Automatic Substations. 

Wire and Cable Specifications. 

Power Distribution—M. B. RosE- 
VEAR, chairman. 

Overhead Wire Crossing Specifica- 
tions—joint actions of national 
associations under auspices of 
A.E.S.C. looking toward formu- 
lation of national standard. 

Wire and Cable Specifications. 

Composition and Wear of Trolley 
Wire. 

Lightning Protection. 

Pole Reclamation. 

Automatic Substations. 

Electrolysis — Review American 
Committee Report. 

National Electrical Safety Code— 
Adoption by A.E.S.C. as na- 
tional standard. 

Wood Preservation. 

Aluminum Wire. 

Review of Standards and Recom- 
mendations. 

Purchases and pipes W. H. 
STAUB, chairman. A study of 
methods of taking periodical in- 
ventories. 

Standards— MaArTIN SCHREIBER, 
chairman. 

Presentation of 1921 Report of Joint 
Committee on Stores Accounting 
for approval of Engineering Asso- 
ciation. 

Report of Committee on Resolutions. 

Report of Committee on Nomina- 
tions. 

Election of Officers. 

Installation of Officers. 


Adjournment. 
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The American Bureau of Welding 
announces that a meeting of the 
Welded Rail Joint Committee will be 


held Thursday morning, Oct. 5. 


T. & T. Association 


Monday Morning, Oct. 2 
9:30 a.m. to 12:30 p.m. 
Registration, etc. 
Monday Afternoon 


Convention called to order. 
Annual address of President. 
Annual report of Executive Com- 


mittee. 

Annual report of Secretary and 
Treasurer. 

Appointment of Convention Com- 
mittee. 


(a) Resolutions. 
(b) Nominations. 


Committee Reports: 

Merchandising Transportation — 
E. M. WALKER, general manager 
Terre Haute Traction & Light 
Company, chairman. 

A Report on Practical Business Get- 
ting: 

Making By-Products Pay. 

Selling Under a Zone System. 

Meeting Bus Competition. 

Increasing Freight Business. 

Getting Auto Owners’ Business. 

Selling to Your Employees. 

Making Salesmen of Employees. 

Increasing Interurban Business. 

Selling the Weekly Pass. 

Boat Line Co-ordination. 

The One-Man Safety Car. 

Summer Resort Business. 

Discussion led by EDWARD HUN- 
GERFORD, nationally known 
writer on railway matters, and 
followed by E. C. SPRING, gen- 
eral superintendent Lehigh Val- 
ley Transit Company. 

Round table discussion of weekly 
pass and other forms of reduced 
rate tickets, led= by Gy AE: 
SEELY, vice-president Pennsyl- 
vania- Ohio Electric Company. 


Tuesday Afternoon, Oct. 3 


Report of Committee on Nomina- 
tions. 
Election of Officers. 


Committee Report: 
Traffic Regulations—H. B. FLow- 
ERS, vice-president and general 
United Railways & 


manager 
Electric Company of Baltimore, 
chairman, 
Address: 
By C. F. FIrzMmorris, Chief of Po- 
lice, Chicago, Ill., on Traffic 


Conditions and Regulations in 
Chicago. General Discussion of 
Report. 


Committee Report: 
Safety Work—W. H. Boyce, gen- 


eral manager Beaver Valley 
Traction Company, chairman. 
Discussion: 


J. P. BARNES, president Louisville 
Railway; He: T. BELL, secretary 
Chicago Safety Council, and 
others. 


Wednesday Afternoon, Oct. 4 


Committee Report: 

One-Man Car Operation—C. EK. 
MorGAN, general manager 
Brooklyn City Railroad, chair- 
man. 

Paper — Lightweight Interurban 
Cars—J. P. Popr, general man- 
ager Kentucky Traction & Ter- 
minal Company, Léxington, Ky. 


Discussion: 

Paper — Turnstile Cars—J. E. 
DUFFY, general superintendent 
New York State Railways, Syra- 
cuse, N. Y. 


Thursday Afternoon, Oct. 5 


Committee Reports: 

Personnel and Training—J. E. 
WAYNE, vice-president and as- 
sistant general manager York 
Railways, chairman. 

Discussion. FRANcIS L. Dun- 
HOUNE, Baltimore, and others. 


INTERURBAN HouR 


In charge of E. C. SPRING, gen- 
eral superintendent Lehigh Val- 
ley Transit Company. 

Presentation of Past-Presidents’ 
Badges. 

(President L. H. PALMER will 
officiate as Master of Cere- 
monies. ) 

General Business. 

Report of Committee on Resolutions. 
Election of Officers. 

Installation of Officers. 


Adjournment. 


Accountants’ Association 
Monday Afternoon, Oct. 2 


President’s Address. 
Committee Reports. 


Tuesday Afternoon, Oct. 3 


JOINT MEETING WITH ENGINEERING 
ASSOCIATION 

Report of Joint Engineering-Ac- 
counting Committee—CHARLES R. 
HArRTE, chairman (Engineering) ; 
H. C. KIMBALL, chairman (Ac- 
countants). 

Paper—“Related Function of Engi- 
neer and Accountant in Public 
Utility Development,” Epwin D. 
DREYFUS, engineer West Penn’ 
Railways, Pittsburgh, Pa. 


Wednesday Afternoon, Oct. 4 


Presentation of Past-Presidents’ 
Badges. 

Paper—Publie Utility Accounting 
—WALTER H. TIMM, clerk New 
Hampshire Public Service Com- 
mission, Concord, N. H. 

Paper — Budget Control — HARRY 
A. SNow, Detroit Edison Com- 
pany. 


Thursday Afternoon, Oct. 5 
Program to be announced. 


Claims Association 


The details of the program of the 
Claims Association have not yet been 
made public. They will be issued 
soon in a pamphlet by President 
Cecil G. Rice. 
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Executive Committee American 
Electric Railway Association 


A oe August meeting of the execu- 
tive committee of the American 
Electric Railway Association was held 
in New York on Friday, Aug. 25. Those 
in attendance were President Todd, 
Vice-Presidents Emmons, Shannahan 
and Coates, F. E. Webster, L. H. 
Palmer, R. P. Stevens, W. H. Sawyer, 
H. G. Bradlee, John G. Barry and 
George H. Tontrup, members of the 
executive committee, Past-Presidents 
Henry, Stanley, Pardee and Harries, 
and several chairmen of committees 
who presented their reports to the exec- 
utive committee. 

The first of these reports to be pre- 
sented was that of the finance commit- 
tee. Mr. Pardee said the association 
how has about $30,000 of unpaid dues 
of members and that it was most desir- 
able that these dues be collected before 
the convention. Mr. Welsh reported 
that he was now making a campaign 
to collect these unpaid dues. The 
report of the committee on trackless 
transportation was then presented by 
Mr. Flowers and accepted. 

Mr. Henry then spoke for the com- 
mittee on national relations and Mr. 
Emmons for the committee on subjects 
and meetings. Mr. Emmons’ report is 
represented by the program printed in 
this issue. Mr. Shannahan presented 
the report of the committee on pub- 
licity, and Mr. Henry the report of the 
nominating committee. This report is 
printed by itself on this page. 

Mr. Henry explained in connection 
with these nominations that the com- 
mittee had first asked Mr. Budd, who 
had served as first vice-president this 
year, to accept the nomination for 
president next year, but that he had 
said that his personal and business 
affairs would not permit him to give 
the time during the coming year which 
would be required as president. The 
committee therefore nominated him 
again for the office of first vice-presi- 
dent and had nominated Mr. Emmons 
as president. The nominations were 
accepted by the executive committee. 

Mr. Coates then made a report for 
the committee on company and associ- 
ate membership, and said that on Aug. 
25 there were 325 railway members, 
fourteen associate members, and 224 
manufacturing members. This is an 
increase in each group as compared 
with a year ago. A number of individ- 
ual members were then elected to the 
association. 

Mr. Welsh reported that up to date 
55,500 sq.ft. of exhibit space was sold. 
This is an increase of about 5,500 sq.ft. 
over the total of last year. The exhibit 
committee hopes that the total this year 
will be about 60,000. Mr. Welsh ex- 
plained that more than 150 manufactur- 
ing companies had already applied for 
exhibit space, that arrangements have 
been made for a fare-and-a-half for the 
round trip to Chicago and that a large 
attendance was expected at the October 
convention. 

Mr. Welsh then explained about the 
appointment since the last meeting of 
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the executive committee of Col. John 
Price Jackson at the recommendation of 
the joint fuel committee, to act for the 
three utility associations in Washington 
in the coal crisis to assist in getting 
priority for member companies and 
push through shipments of coal. The 
appointment was authorized by the 
executive committee with the proviso 
that the cost should be limited to $4,000. 

M. R. Maltbie of Baltimore was ap- 
pointed special representative of the 
Association to the National Traffic Offi- 
cers’ Convention at Atlantic City Sept. 
18 to 25, and V. L. Havens of Ingenieria 
Internacional and Calvin W. Rice were 


appointed to represent the Engineering 


Association at the International Engi- 
neering Congress, to be held at Rio de 
Janeiro, Brazil. 

At the suggestion of Mr. Storrs, the 
executive committee approved the sub- 
mission to the members of a slight 
change in the constitution. The con- 
stitution at present requires the execu- 
tive committee to hold a meeting just 
before and just after the annual con- 
vention and at the time of the mid-year 
meeting, to hold nine other meetings 
during the year, and to determine the 
time and place of these meetings at its 
first meeting after the convention. The 
change recommended and approved by 
the executive committee does not re- 
quire it to make this selection of time 
and place for the nine last named meet- 
ings at its first meeting. 

The request of the Engineering Asso- 
ciation for an appropriation of $20,000 
to pay for a test of rail joints was con- 
sidered. The test was considered desir- 
able but an appropriation was deferred 
until it could be determined that the 
association had funds available for this 
purpose. Mr. Palmer reported that Mr. 
Maltbie of the mail pay committee had 
found that many replies to the ques- 
tionnaire sent out by the committee had 
been filled out very carelessly, indicat- 
ing that the questions had not been 
carefully read. In consequence, many of 
these replies had to be sent back for 
correction. He urged greater care in 
the filling out of these blanks. 

The committee then adjourned to 
meet on Monday, Oct. 2, at 10 a.m. at 
the Drake Hotel, Chicago. 


“An Interrupted Operation” 


WHEREIN HORTENSE HORSESENSE 


SAVES THE DAY 


F COURSE you don’t know what 
this title conceals. Neither do any 
others outside of the actors who will 
appear in the piece and the author. 
There are to be seven leading men and 
they will be helped out by ten babes of 
the beauty chorus and twenty singers 
who knock ’em dead. Oh, boy, you are 
admonished to bring the wife. The 
reason is that she probably has an idea, 
judging from you, that there isn’t any- 
thing clever about a railway man. But 
now you bring her, for the whole cast of 
this show is made up of railway men 
and maidens and it is accredited by the 
insiders with the prospects of being one 
of the greatest hits ever manufactured 


out of anything less than professional 
material. And after the show there 
will be dancing. If you’re lucky per- 
haps you’ll dance with one of the ten 
show “babies.” Recollections of col- 
lege days, what? Spunk up. It will 
only cost you 5 berries, including din- 
ner. And what’s 5 berries with such 
prospects ahead. The place is Marigold 
Garden, Chicago—fifteen minutes from 
the Drake Hotel in a “Yellow” or on 
one of Henry Blair’s cars. The Time— 
Wednesday night, Oct. 4, 6:30 p.m., 
with no closing hour scheduled. 
occasion, the American Electric Rail- 
way Association convention. Men and 
women of the industry are going to 
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prove that not all the sprightly ones © 


are on Broadway or all the stars in 


Hollywood. Here is the cast of char- ; 


acters: 


Ellick Traxion, the Victim. 
Prof, The Peepul, M. D., Superintendent, 


Dr. Comish 
Dr. Labor Borde 


Hon, G. D. Politiks 
O.-Lemme Fixit 


Hortense Horsesense, President of the So- 
ciety for the Prevention of Cruelty to 
Utilities. 

Miss Dividends—Niece to Traxion. 

Nurses, Attendants, Policemen, ete. 


} Operating Surgeons 


i Visitors 


Oh, yes, a word about the author. He 
is John E. Wilkie, vice-president of the 
Chicago Railways. Mr. Wilkie also 
wrote the songs. ’Nough said. 


Officers Nominated for Next Year 


HE nominating committee of the 

American Electric Railway Asso- 
ciation has made the following nomina- 
ticns for officers of the association for 
the year 1922-23: 

President, C. D. Emmons, president 
United Railways & Electric Company, 
Baltimore, Md. 

First Vice-President, Britton I. Budd, 
president Metropolitan West Side 
Elevated. Railway, Chicago, Ill. 

Second Vice-President, J. N. Shan-— 


» 


nahan, president Newport News & 
Hampton Railway, Gas & Electric 
Company, Hampton, Va. 

Third Vice-President, Frank R. 


Coates, president Community Traction 
Company, Toledo, Ohio. 

Fourth Vice-President, W. H. ™ 
Sawyer, president East St. Louis Rail- — 
way, East St. Louis, Ill. 

Treasurer, Barron Collier, presiden% 
Barron G. Collier, Inc., New York City. 

Four members of the executive com- 
mittee whose terms will expire in 
1925, two to be railway men and two 
manufacturers: 

Paul Shoup, president Pacific Electric 
Railway, San Francisco, Calif. 

James P. Barnes, president Louisville 
Railway, Louisville, Ky. 

H. D. Shute, vice-president Westing-— 
house Electric & Manufacturing Com-_ 
pany, East Pittsburgh, Pa. | 

4 
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C. K. Knickerbocker, vice-president 

Griffin Wheel Company, Chicago, Ill. 
The committee making this report 
consisted of Charles L. Henry, chair- 
nian; George H. Harries, H. B. Flowers, 
B. A. Hegeman, Jr., E. F. Wickwire, - 
Edward Dana and Horace Lowry. : 
. 
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Recent Happenings in Great Britain 


Electric Supply Development—Safety of Passengers— 
Ballasted Tramway Tracks—Jubilee at Glasgow 


(From our British News Representative) 


HERE is an expectation that the 
passing by Parliament of the elec- 
“ticity (supply) act, which received the 
Royal assent on Aug. 4, will soon lead 
to a sensible development of the supply 
and use of electric power for all pur- 
poses all over the country. The act is 


supplementary to one of the same name, 


which was passed in 1919 and which set 
up a public body called the Electricity 
Commissioners with wide powers for 
the development of electricity supply. 
The country is being divided into elec- 
‘tricity districts and joint electricity 
authorities composed of representatives 
of various interests are being consti- 
tuted. These will develop their districts. 
and carry out co-operation and consoli- 
dation schemes. The interests of exist- 
ing undertakers are protected so much 
that little can be done except by con- 
sent. The new act confers a power the 
want of which was paralyzing the 
whele scheme, namely, the power to 
the joint authorities to raise capital by 
borrowing for the purpose of acquiring 
generating stations and providing new 
ones. The interests of railway com- 
panies using or proposing to use elec- 
tric traction are safeguarded, and it is 
hoped that a general supply of elec- 
tricity at a cheap rate will encourage 
electrification. The development of the 
scheme, however, must take consider- 
able time. 


Passing Stationary Tramcars 


It now appears hopeless to expect that 
any tramway by-law will be authorized 
for London to prevent other vehicles 
from passing a stationary tramcar on 
the near side while passengers are leay- 
ing and entering the car. On July 18 
the London County Council had before 
it a report which narrated the previous 
unsuccessful attempts of the Council 
to get the Ministry of Transport to 
countenance a regulation for the pre- 
vention of accidents caused by motor 
and other vehicles driving through 
tramcar passengers at car-stopping 
places. It was also narrated that the 
municipalities of Manchester, Liver- 
pool, Burnley and Preston had unsuc- 
cessfully tried to get Parliamentary 
powers similar to those possessed by 
Glasgow for several years. On the point 
made by the Minister of Transport that 
it is already a statutory offense to drive 
a motorcar in a manner dangerous to 
the public, the Highways Committee 
pointed out that there are considerable 
difficulties in the way of obtaining evi- 
dence except of accidents. In all the 
circumstances the committee was of the 
opinion that no purpose would be 
served at present by seeking Parlia- 
mentary powers. The Municipal Tram- 
ways Association has, however, been 
asked to further the legislation. 


In reference to street accidents in 
which tramears are involved, the Lon- 
don County Council has decided that the 
following new instructions to be issued 
to their tramway employees: 

“In every case of accident the fullest 
particulars must be reported at once 
for the information of the general man- 
ager. No information respecting any 
accident is, under any circumstances, to 
be given to any member of the public. 
Every assistance must be given to the 
police officers, but the Council’s serv- 
ants are reminded that they are not 
bound to answer any question that may 
tend to incriminate them, and particu- 
larly that in the case of a serious acci- 
dent any statement may be taken down 
and used in evidence in the event of a 
prosecution.” 

All this, it will be observed, is of 
special interest to the claims depart- 
ment. In the past there has been con- 
siderable clash on the question of giving 
information about accidents to the 
police. The latter in London are not, 
as in other parts of the country, 
employed and controlled by the local 
authority; instead they are under the 
Home Office, a department of the Brit- 
ish Government. 


Tracks on Right-of-Way 


Middlesex County Council recently 
sent a committee of its members to visit 
Birmingham and Liverpool to inspect 
the arterial roads which are being con- 
structed on which high-speed tramway 
tracks laid on ballast are being built. 
In the ordinary way street tramways in 
this country have to be of the most 
rigid type in order that the tread of the 
rails shall be absolutely flush with the 
paving. Hence, heavy rails are laid 
direct on a 6- or 8-in. concrete founda- 
tion, with elaborate rigid rail joints. 
But if matters can be arranged so that 
the tramway has its own right-of-way, 
then sleeper and ballast construction, 
giving a flexible, cheaper and more 
silent track, can be adopted. This is 
what is being done in the two cities 
mentioned as well as in a few others. 

In Liverpool the committee found an- 
other complete scheme of arterial roads 
similar to that of Birmingham. The 
widths are from 12 ft. to 150 ft. and in 
one case 250 ft. The cost of track con- 
struction is about 50 per cent less than 
the usual street type, so that the saving 
sets off the cost of buying additional 
land for the wide road. Noiselessness, 
high speed and small wear and tear are 
features. The committee hopes to see 
similar arrangements adopted in Mid- 
dlesex. 

In connection with the electrification 
of Edinburgh tramways, the Town 
Council has decided to use top-covered 
double-deck cars on the northern routes 


where the gradients are as steep in 
places as 1 in 9. Slipper brakes will be 
employed as well as the ordinary 
brakes. The Ministry of Transport has 
approved the type of car which has 
been proposed. 

The jubilee of Glasgow Tramways 
is to be celebrated on Aug. 19. It was 
on Aug. 19, 1872, that the first tram- 
way line in the city was opened for 
traffic. The tracks were laid by the 
municipality, who leased them to a 
company for twenty-three years. At 
the end of the lease the Town Council 
took over the working and afterwards 
converted the system from horse to 
electric traction and operated it with 
the great success which the tramway 
world knows. As to the coming recog- 
nition of the jubilee, it is proposed that 
every employee on Aug. 19 shall be 
granted a gift of £1, that the members 
of the corporation and guests be en- 
tertained at luncheon, and that a re- 
ception and dance be given in the ban- 
queting hall of the City Chambers in 
the evening. 


An Ancient One 


After a career of more than fifty 
years the Plymouth, Stonehouse & Dav-’ 
enport Tramways Company was on 
July 1 taken over by Plymouth Town 
Council on the expiring of a lease. 
The undertaking was the first to be 
constituted under the much-execrated 
Tramways Act of 1870. A personal 
note is that J. Barber Glenn, who was 
appointed secretary of the company at 
the outset, has continued to hold that 
office ever since. During the last two 
years he has also been managing di- 
rector. He rode on the first horse car 
on the line fifty-two years ago and on 
the first electric car of the company 
in 1901, and he drove the last car of 
the company’s service on the night of 
June 30, 1922. Mr. Glenn entertained 
the officials and employees of the com- 
pany at a farewell supper on June 28. 
Thus ends a chapter—and a very long 
one—in the tramway history of the city 
of Plymouth. 


Tramway Wages 


In the light of the general fall in 
wages in Britain, the employers’ side 
of the National Joint Industrial Coun- 
cil for the tramway industry has given 
three months’ notice to terminate the 
existing agreement as to tramway- 
men’s wages, with a view to full re- 
consideration of the whole question by 
the National Council. 

Arrangements have been completed 
for the transfer of the underground 
cable railway known as the Glasgow 
District Subway from the company 
hitherto owning and working it to 
Glasgow Municipality. I have pre- 
viously referred to the negotiations for 
purchase of this line which was 
worked at a loss and to the fact that 
the purchase money represents only 
10s. per £10 share of the company. 
The company will operate the line un- 
til the Town Council can obtain a Pro- 
visional Order to purchase it. 


News of the Electne Railways 


FINANCIAL AND CORPORATE 


PERSONAL MENTION 


TRAFFIC AND TRANSPORTATION 


Louisville Ordinance Passed 


City Legislative Body There Reverses 
Itself on Recent Action Affecting 
Louisville Railway Settlement 


The city of Louisville, Ky., has 
changed front in regard to the matter 
of settlement of its railway problem. 
Where only a few days ago the city 
had rejected a settlement ordinance, it 
turned around on Aug. 24 and passed 
a bill in favor of the Louisville Rail- 
way carrying an initial 7-cent cash fare 
and a 6-cent ticket rate. There is, of 
course, a great deal more to the matter 
than that, but the passage of the ordi- 
nance is the big outstanding event of all 
the recent moves. It is a distinct vic- 
tory for the management of the com- 
pany and is regarded locally as largely a 
personal triumph for President James 
P. Barnes. 

The railway matter at Louisville has 
been in the public eye for a long, long 
while now. After several years of 
scrapping before the former city admin- 
istration and the present one, without 
any success for the company, the latter 
in the early part of 1921 filed injunction 
proceedings in the Federal District 
Court, Western Kentucky division, at 
Louisville, asking an injunction to pre- 
vent the city from interfering with the 
collection of an increased fare. The 
suit was carried to the United States 
Court of Appeals, and then to the 
Supreme Court, which sent the case 
back to the Court of Appeals on a 
claim of lack of jurisdiction. The lat- 
ter court reached a decision favorable 
to the company. 


LITIGATION LAID ASIDE 


Rather than continue the litigation 
an effort was made to pass an ordinance 
which would prove satisfactory to the 
city and the company. This ordinance 
was introduced the latter part of June, 
and has been buffeted about since that 
time. 

Two weeks ago the measure was 
defeated by the lower board of the 
City Council by a vote of twelve to 
six. By many this was interpreted to 
mean a reopening of the breach between 
the company and the city, but on Aug. 
22 the ordinance was again placed be- 
fore the Council and it was passed by 
a vote of ten to eight. On Aug. 24 
the ordinance as passed by the lower 
board went before the Board of Alder- 
men and was passed unanimously. 

Mayor Huston Quin, who has been 
away on a vacation, returned to the 
city on the evening of Aug. 24, pre- 
pared to sign the ordinance the next 
day, in the event that the Aldermen 
voted in favor of it. For some time 
it had been well known that the Alder- 
men were strongly in favor of the 


measure, the drawback having been 
with the Councilmen. 

On Aug. 25 Mayor Quin called 
President A. A. Will of the Aldermen 
and Jacob Isaacs of the City Council 
to the City Hall, to be present at the 
signing of the ordinance. This action 
practically closes the matter and places 
the railway in a position where it can 
pay fair wages, keep up its equipment 
and install necessary improvements. 

For a period of eighteen months or 
so, under a 7-cent fare, the company 
has been able to put its house in very 
fair order. Through improvement of 
the power department, installation of 
one-man cars on the light travel lines 
and abandonment of some unnecessary 
parallel lines the company hopes to be 
able to save considerable money and to 
improve its service materially. Even- 
tually the company plans to install 
lighter cars on its interurban lines. 

On Monday, Aug. 28, a letter was 
mailed to each stockholder arranging 
for a meeting to be held on the after- 
noon of Sept. 11 and inclosing a copy 
of the ordinance, checked against a 
certified copy, as finally passed by the 
City Council. The stockholders at the 
meeting on Sept. 11 will be asked to 
ratify the plan as carried in the ordi- 
nance. A directors’ meeting will be 
held after the stockholders’ meeting. 

President Barnes at various times in 
discussing conditions affecting the com- 
pany has discussed the trackless trolley 
and the bus as possibilities for develop- 
ment by the company in the future in 
meeting its transportation require- 
ments. These are all intangible so far 
as their immediate application is con- 
cerned, but the company for some time 
has been considering plans for enlarg- 
ing its rivers:de, or main power plant, 
on the banks of the Ohio River, and 
eventually doing away with its old plant 
on Finzer Street. 


New Scale Announced 


All wage controversies between em- 
ployees and trolley companies in Syra- 
cuse, N. Y., have ended with the set- 
tiement of the wage question on the 
Syracuse Northern Railroad, operating 
from Syracuse to Brewerton and South 
Bay. 

The terms of a contract under which 
the men will receive 48 cents an 
hour for a ten-hour day have been an- 
nounced by T. C. Cherry, manager of 
the company. Under the old contract, 
which expired on May 1, the men re- 
ceived 55 cents an hour with the same 
working conditions. When the contract 
expired the men asked 70 cents and 
the company demanded 45 cents. A 
wage of 45 cents has been paid pending 
settlement of the controversy. The new 
scale is retroactive to May 1. 


Electric Railways Proposed for 
Arizona, New Mexico 
and Colorado 
Articles of incorporation have been 
filed in Phoenix, Ariz., with the Arizona 


State Corporation Commission by the 
Staley System of Electrified Railway, 


covering 750 miles of new railway to be © . 


constructed ‘in Arizona in the near 
future. The same people will also make 
application for the right to build 350 
miles in New Mexico and 75 miles in 
Colorado as soon as advised by the 
Interstate Commerce Commission, to 
which body they have already made 
application for a building permit cover- 
ing a total of 1,175 miles. They will 
also file on some 100 miles in Old 
Mexico, extending from their lines in 
southern Arizona to the Gulf of Cali- 
fornia. : 

The incorporators and directors are 
R. E. Grace and Judge Carl A. Davis, 
Phoenix, Ariz.; William L. Staley, Los 
Angeles; Theodore H. Lohman, San 
Diego, and W. E. Bell, East Las 
Vegas, N. M. The officers named are 
William L. Staley, president; Theodore 
H. Lohman, vice-president; W. E. Bell, 
secretary and treasurer. The capitali- 
zation is $40,000,000, of which $751,300 
is subscribed. 

This system in the United States 
would begin on the Utah-Colorado state 
line, about 40 miles north of the south- 
west corner of Colorado, and would 
extend southerly, passing near Cortez, 
Colo.; the Shilrock Indian Agency, 
N. M.; Farmington, N. M.; Grants, 
N. M., and Luna, N. M., thence down 
the Blue River and the San Francisco 
River, passing through Clifton, Ariz.; 
thence down the Gila River in Arizona 
to near Safford, Ariz.; and thence west- 
erly, passing near Winkelman, Flor- 
ence, Casa Grande, Ariz., and southwest 
to the Arizona-Republic of Mexico 
boundary line; thence westerly to near 
Yuma, Ariz. Branches will be con- 
structed to Tucson, Phoenix, Winkel- 
man and Benson in Arizona, and to 
Durango, Colo. 

A very remarkable feature of this 
new enterprise is included in its arti- 
cles of incorporation, which say that 
there shall not at any time be any 
bonded cr mortgaged indebtedness of 
any description placed or allowed on 
any of the property of the corporation, 
either real or personal, or on any other 
of its assets. 


Will Contest Suit—The Milwaukee 
Electric Railway & Light Company, 
Milwaukee, Wis., will contest the suit 
of the city of West Allis which seeks 
to compel the company to move its 
tracks to the center of the road. This 
removal as ordered would cost the 
company $1,500,000. 
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—$600,000,000 Construction Program 


New York’s Mayor Outlines Scheme to Recapture Transit Lines and Build New 
Routes—Transit Commission Chairman Ridicules Some 
of Mayor’s Proposals 


AYOR HYLAN’S® long-heralded 
plan for new subways and other 
transit facilities for New York was an- 


nounced on Aug. 27 at the City Hall 


and will be presented to the Board of 
“Estimate on Sept. 6. 

The plan proposes the spending of 
$600,000,000 on thirty-five new subway 
routes, extensions and tunnels, the re- 
capture of the West Side subway line 
now being operated by the Interborough, 
the recapture of the whole of the sub- 
way system operated by the B. R. T. 
under the dual subway contracts, the 
operation of all of these by the city 
at a single fare, the establishment of a 
$25,000,000 bus system to feed the sub- 
ways and the gradual elimination of 
all elevated and surface lines. 

Acknowledgment is made in the gen- 
eral statement that some legislation will 
be necessary, but the matter of financ- 
ing the construction program, which is 
to cover a period of fifteen years, is 
dismissed more or less casually on the 
assumption that revenue from recap- 
tured lines will release $500,000,000 of 
city bonds from the debt limit consider- 
ation and that sums available within 
the debt limit and the revenue result- 


’ ing from increased assessments will do 


— 4. » ate - 


nh 


the rest. 


ANNOUNCEMENT MADE BY 
MAyor’s SECRETARY 


The announcement of the plan was 
made by John F. Sinnott, the Mayor’s 
secretary, who gave out for publication 


-a twelve-page general statement as to 


the plan, what it would accomplish and 
what its execution would cost, a sep- 
arate document setting forth the pro- 
posed new routes in detail, a third 
document giving twenty-seven “salient 
features” of the plan and a fourth paper 
giving the order of construction. 

One of the outstanding character- 
istics of the statement issued by the 
Mayor is that he does not use the word 
“may” at all, but definitely says that 
the city “will” do this and do that. He 
further asserts that the plan will not 
only be adopted but that work on the 
proposed new lines will commence vir- 
tually at once and that much of the 
work, as well as the recapturing of the 
lines at present privately operated, will 


- be accomplished before his term ends. 


The statement is a mixture of con- 
structive proposals, historical state- 
ments and criticism of the dual subway 
contracts, the Transit Commission, Gov- 
ernor Miller, the Republican legislature 
and George McAneny. It contains also 
many statements as to the purposes to 
be accomplished, with several references 
to the 5-cent fare and “the longest ride 
obtainable anywhere on earth for a 
nickel.” 

The plan includes, says the Mayor’s 
statement, new subway trunk lines in 
and to all boroughs, other new subway 


lines, extensions to existing lines and a 
bridge and tunnels uniting all boroughs 
—in all, thirty-five new subway routes, 
extensions and tunnels. Says the Mayor: 


The city intends to spend $600,000,000 
during the next fifteen years to construct 
and equip these new rapid transit lines. It 
intends to begin its first construction im- 
mediately—as soon as the necessary de- 
tailed plans can be prepared by the engi- 
neers—and it intends to have new subway 
lines in operation before the expiration 
of the term of the present elected city 
officials. The construction of these new 
rapid transit lines will go on at the same 
time in all boroughs. 

These new rapid transit lines will be con- 
structed by the city itself. The city will 
have no partners in this gigantic enterprise 
and it will entertain no partnership in the 
operation of any of these lines when fin- 
ished. It will be exclusively a city under- 
taking. 


Under the heading, “Salient Features 
of Mayor Hylan’s Plan for Real Rapid 
Transit,” the following summary was 
given out by John F. Sinnott, his secre- 
tary, at City Hall: 


It provides thirty-five new subway routes, 
extensions and tunnels. 

It provides 126 miles of new subways and 
tunnels, in addition to 111 miles of existing 
city owned rapid transit lines, making a 
total of 237 miles. 

It provides 379 miles of single track (two 
rails) in addition to 331 miles now in use, 
making a total of 710 miles. 

it provides new rapid transit lines costing 
with equipment $600,000,000 (exclusive of 
tri-borough bridge and Staten Island tun- 
nel) besides the city’s investment of $300,- 
000,000 in existing lines. 

It provides for “recapture” of 97 miles 
of existing subways in 1925 and 1926. 

It provides for immediate construction of 
new subways and tunnels in, through or to 
all boroughs. 

It provides the longest ride anywhere on 
earth for a nickel. 

It provides for unified city operation of 
all city-owned rapid transit lines on a 
5-cent fare. 

_It provides for the termination of the 
city’s contracts with the Interborough and 
Brooklyn Rapid Transit. 

It provides a new and direct route to 
Coney Island, 

It provides complete direct routes to the 
new boulevard across Jamaica Bay to the 
Rockaways. 

It provides direct rapid transit routes 

from Washington Heights, Harlem and the 
Bronx to Queens, Brooklyn and Staten 
Island without passing through Manhattan 
Island. 
_ It provides for a bridge and tunnel mak- 
ing the north short of Long Island di- 
rectly accessible to the upper part of Man- 
hattan Island and the Bronx. 

It provides six new tunnels besides the 

one to Staten Island. 
_ It provides for immediate transit relief 
in all boroughs by the use of city-owned 
pues. until the new rapid transit lines are 
uilt. 

It makes every part of every borough 
easily accessible to every other borough at 
a 5-cent fare. 

It will add hundreds of millions of dol- 
lars each year to the assessed valuation 
of taxable real estate expanding the city’s 
borrowing margin and increasing the city’s 
annual revenues, 

It will induce and stimulate the construc- 
tion of new residential and business build- 
ings in all parts of the city for many years. 

It will spread prosperity in all boroughs. 

It will ultimately result in the elimina- 
tion of all elevated structures and in 
the construction of additional underground 
rapid transit lines. 

It will ultimately result in the removal 
of all surface tracks, the discontinuance of 
surface car operation and the installation of 
a city-wide and city-owned bus system to 
be operated in conjunction with the city’s 
new rapid transit lines. niaA 

It will put an end to the illicit and un- 
warranted attempts of private operating 
companies to increase car fares in New 
York City. 


It will result in the complete elimination 
of strikes: and incident tie-ups because it 
provides equitable working conditions for 
railway employees. 

It will end Wall Street manipulation and 
stock jobbing with city transportation se- 
curities. 

Chairman McAneny of the New York 
Transit Commission charges that the 
Mayor’s plan is “wholly deceptive” and 
meant to be so, inasmuch as the Mayor 
and his transit advisers must have 
known that the power of initiation for 
construction of new lines rests wholly 
with the Transit Commission and that 
the city is powerless to act without its 
approval. Mr. McAneny said: 

The Mayor’s choice of a time for the 
launching of a plan, after five years of in- 
action and nearly a year after the appear- 
ance of the plan of the Transit Commis- 
sion, suggests irresistibly that the discus- 
sion he is provoking is expected to parallel 
the period of the political campaign. 

His choice of time, of course, is a circum- 
stance that the Transit Commission cannot 
alter. The commission,’ however, is quite 
prepared to enter into any discussion that 
the proper enlightenment of the public de- 
mands, whether now or at any other mo- 
ment, and will proceed accordingly. 

In criticising the financial features 
of the Mayor’s plan Mr. McAneny de- 
clared that the Mayor has failed to 
include many expenditures which will 
add almost $200,000,000 to the estimate 
of $600,000,000. Some of those listed 
by Mr. McAneny were the cost of tear- 
ing down the elevated structures and 
of extinguishing the franchises for the 
surface lines. Although the Mayor 
proposes to do away with elevated and 
surface lines eventually, he does not 
take into consideration, according to. 
Mr. McAneny, that the courts have re- 
peatedly held that bus lines cannot 
parallel routes for which the surface 
companies hold franchises. 


COMMISSION CHAIRMAN DISAGREES 
WITH MAYOR 


The Mayor’s plan said that the 
city’s present borrowing margin was 
$150,000,000, and this would be suffi- 
cient for the initial expenditures. Ac- 
cording to Mr. McAneny, however, this 
amount does not really exist, and if 
it did it is alreadw mortgaged for 
present engagements, such as $35,000,- 
000 to complete the dual subway con- 
tracts and $60,000,000 for the Staten 
Island tunnel. There is also $25,000,000 
that the Hylan administration plans to 
spend for a bus system, and _ this 
amount is not included in the $600,- 
000,000 estimate. Nor is the money 
for the Staten Island tunnel, or for the 
tri-borough bridge. 

The amount needed to recapture the 
two lines on which the Mayor’s whole 
plan is based was put at $60,000,000 
by the Mayor a few weeks ago, but Mr. 
McAneny declared that this sum was 
only a fractional part of the sum re- 
quired. The amount needed to re- 
capture the two lines, according to the 
chairman of the Transit Commission, 
would eat up the $150,000,000 quoted 
as the city’s present debt margin. 

In reply to the Mayor’s contention 
that adoption of his plan would mean 
a permanent 5-cent fare. Mr. McAneny 
declared it would have just the opposite 
effect. 
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The Truth About Buffalo 


Brilliant Account of Issues There Writ- 
ten for Philadelphia Public Ledger 
by Its Special Correspondent 


Raymond G. Carroll has placed lucidly 
before the people of Philadelphia 
through articles contributed by him to 
the Ledger of that city a complete 
statement of the issues involved in the 
Buffalo strike. Mr. Carroll writes for 
the Ledger from New York City regu- 
larly, but went to Buffalo to cover this 
assignment on the spot. He is a news- 
paper man of long training and is 
familiar with labor issues through many 
years of experience on the newspapers 
in New York, and with railway and 
commission regulatory matters through 
specializing on these subjects when con- 
nected with the New York Hvening 
World. 

Raymond Carroll is both a forceful 
and brilliant writer. His accounts show 
the human interest touch in him to be 
highly developed. For this reason some 
of the things he says appear perhaps 
to be overdrawn, but that is accounted 
for more because of the setting in which 
the reader finds them than because they 
are lacking in any of the essentials of 
accuracy. Mr. Carroll, for instance, 
does not hold the Buffalo newspapers in 
very high regard. It is one thing of 
course to say that, but it is quite an- 
other: to paint the picture of a vacil- 
lating press as Mr. Carroll has done. 
He says: 


The leading Hnglish-language newspapers 
of Buffalo are largely in the hands of second- 
generation direction, and it has not been 
proved anywhere that genius is inherited. 

With one exception, the lake journals 
follow the policy of least resistance, strad- 
dle most public questions, and take no de- 
cided stand upon anything. They are luke- 
warm upon the best civic issues, and han- 
dle their “one-fifth Mayor,” Schwab, with 
velvet gloves. That virtually every civic 
organization has denounced the street rail- 
way strike caused barely a ripple in their 
placid editorial unconcern over a walking 
multitude. 

The substantial citizens of Buffalo would 
welcome some new blood in the city’s fourth 
estate. 


The reader wonders, perhaps, how Mr. 
Carroll knows that Buffalo citizens 
would welcome such a change, but feels 
instinctively from what Mr. Carroll has 
said about the papers it would be the 
natural reaction of a public so supinely 
represented to desire a change. 

Most of the story as told by Mr. Car- 
roll is well known to readers of the 
Electric Railway Journal through 
the accounts of the issues of the strike 
that have appeared in this paper. Of 
the reasons for the strike as Mr. Car- 
roll has analyzed them he says: 


“Stop Mitten at Buffalo,” is the dictum of 
Gompers, Morrison, Mahon & Company, who 
fear that it will spread to other corpora- 
tions than those engaged in supplying trans- 
portation. Those national leaders of organ- 
ized labor do not want the toilers sharing 
in the profits proportionate to their effort, 
and participating in the management with 
their employers; they want toilers docile 
only to their edicts, paying their member- 
ship dues without a murmur, year in and 
year out. 

That is why the Buffalo strike has be- 
come a national affair, one of the most re- 
markable crusades in the history of capital 
and labor. And Mitten is going to win if 
he gets a square deal, and we of the tell- 
ing craft are here to do what was our mis- 
sion to France in the world war, “watch 
the boys from Pennsylvania make their 
objectives.” If the New York newspapers 
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don’t think Philadelphia means business, 
let them send some really clever writers 
up ere to talk with the lads in ‘‘the Mitten 
citadel.” \ 


Of politics in Buffalo Mr. Carroll 
says: 


One revelation of the Buffalo strike is the 
exposure that it has been of the fallacy of 
the commission form of government, a sys- 
tem that foists upon the taxpayers incom- 
petent officeholders, who create what local 
legislation they choose, administer it as 
they like, and are responsible to nobody. 
Selected as candidates under the Direct Pri- 
mary Law, the “five rulers’ of Buffalo, 
represent a mediocrity that aghasts, 

The city’s ‘one-fifth Mayor,’ Frank X. 
Schwab, is a former brewer, violently anti- 
prohibition, yet the votes of the Hast Side 
have put him in control of the police, fire 
and health departments. He had been no 
sooner in office than his acts demonstrated 
that “X,”’ the unknown quantity.in-—his 
name, stood for “organized labor.’’ That 
fact gave the local minions of Gompers, 
Morrison, Mahon and Company their power 
to persuade the humble street railway 
workers that a strike was a sure-fire win. 


Se 


Improvement Program Under 
Way in Southern California 


A large program of 
work is now being carried on by the 
Pacific Electric Lines, a large portion 
of which became necessary principally 
through franchise and legal obligation, 
while other improvements under way 
involve construction of new freight 
switching and freight storage sidings 
to take care of increased freight busi- 
ness, new substation in Hollywood to 
handle increased passenger business, 
rock ballasting Long Beach four-track 
line to place line in proper condition 
to handle heavy freight and passenger 
traffic, block signals on the Pasadena 
four-track short line and two inter- 
locking plants on the La Habra-Whittier 
line. The estimated cost is $950,000. 
The following is the schedule of the 
improvement jobs now under way and 
contemplated within the next few 
months: 


Long Beach—Four-track line on private 
right-of-way in Los Angeles from Ninth 
Street to Slauson Avenue, 2.7 miles four- 
track line; ballast with crushed rock. 

Pasadena—North Raymond Avenue from 
Colorado Street to North Fair Oaks Ave- 
nue carhouse. Reconstruct and repave 
1,000 ft. of double track, replacing 6-in. 
72-lb. Tee rail with T-in. 128-lb. grooved 
girder rail; rock ballast (mechanically 
tamped) ; renew redwood ties 6-in. x 
x 8 ft. with creosoted Oregon fir ties; rail 
braces and tie plates; continuous joints; 
double concealed bonds; 7-in. asphalt con- 
erete paving. 

Pasadena—North Fair Oaks Avenue 
from Colorado Street to Walnut Street. 
Reconstruct and repave 1,221 ft. of double 
track, using the same type of construction 
as above on Raymond Avenue. 

Los Angeles—South Hill Street from 
Highth to Pico Street. Reconstruct and 
repave 3,158 ft. of double-track eombina- 
tion-gage track. Same type of reconstruc- 
tion as indicated above for Pasadena -jobs. 

Los Angeles Harbor—Wilmington. Con- 
struct 19,842 ft. equivalent single track of 
freight storage trackage consisting of five 
freight sidings, total capacity 382 cars, 
using 60-lb. and 70-lb. rail. To provide 
additional storage facilities for freight 
traffic to and from the harbor. 

Long Beach—Four-track line; also Long 
Beach double-track line; Kent Station, 
Dominguez Station and Abila_ Station. 
Construct three freight sidings, total length 
of trackage 4,674 lin.ft. of single track, 
total capacity 94 freight cars, using 60-lb. 
A.S.C.E. rail. To provide amply freight 
passing sidings on this line to avoid inter- 
ruptions to interurban trains. 

Pasadena four-track short line—Install 
automatic block signals between Sierra 
Vista and Oneonta Park, using six four- 
track steel signal bridges for mounting sig- 
nals; 1 mile of four-track line to be block- 
signaled. Improvement made due to this 
section of the Pasadena Short Line con- 
sisting principally of long curves; signals 


“Grosses the (Pacific Electric’s 


improvement 
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required account increased traffic and to 
afford proper. spacing for trains and in- 
crease safe operations. 

Long Beach—American Avenue from 
‘Sixth Street to Ocean Avenue. Reconstruct 
and repave 2,735 ft. of double track, re- 
placing 60-lb. A.S.C.E. rail with T-in. 12- 
lb. grooved girder rail; rock ballast (me- 
chanically tanmped) renew redwood ties 
with 6 in. x 8 in. x 8 ft. ereosoted Oregon 
fir ties; rail braces and tie plates; con- 
tinuous joints; double concealed bonds}; 
7-in, asphalt concrete paving. 

Los Nietos Station—Whittier line over 
Atchison, Topeka and Santa Fé Railway 
Company’s San Diego Line. Install me- 
chanical interlocking plant to provide pro- — 
tection for railroad grade crossing; elec- 
tric interurban over steam road line. 

La Habra Station—Whittier-La Habra 
line. Install all-electrically operated inter- 
locking plant at railroad grade crossing of, 
the Union Pacific System’s Whittier to 
Fullerton » new extension, where 
interurban 
line. 

Whittier line—Eyer Station-San Gabriel 
River. Replace 800 lin.ft. double-track 
pile trestle with 560 ft. common standard 
double-track pile trestle and four -60-ft. 
steel girders on concrete piers; remaining 
830 ft. double-track pile trestle to be filled 
in, Flood control work. 


Hollywood—Install Automatie Substa- 


tion. Reinforced concrete fireproof struc- , 
ture, 1,500-kw. automatic substation ma- — 
chines, Also, reinforcement of transmis- 


sion line between Sherman and Vineyard, 
approximately four miles, and construct 
new transmission line from Sherman to 
new substation at Hollywood. 

Redondo Beach Resort—Install fifty 
floodlights to add to the attractiveness of 
the company’s amusement structures and 
concessions operated at this popular resort. 


Men Seek Former Wage 


The petition of the employees of the 
Memphis (Tenn.) Street Railway to 


have the recent wage award of the arbi-, | 


tration board set aside and their former 
wage scale restored has been forwarded 
to Judge J. W. Ross at Jackson, Tenn. 
The petition reasserts the men’s accept- 
ance of the award as made by the 
arbiters and their determination to 
abide by their contract with the com- 
pany ata sacrifice, but it is pointed out 
that this will mean a severe hardship 
upon the men’s families this winter if 
the wage cut stands. 

The officials of the company were 
asking a reduction in accordance with 
present costs of living as compared with 
last year. Employees were seeking an 
increase of 7 cents an hour over last 
year. For a time a strike was threat- 
ened, but this action was voted down. 


Issues Order Covering Overhead 
. Line Construction 


In accordance with its Decision No. 
10387, based on Case No. 1615, which 
involves the matter of the investigation 
on the commission’s own motion, of the ~ 
reasonableness of proposed uniform 
standards of overhead line construc- 
tion for the State of California, the 
California State Railroad Commission 
has issued general order No. 64 coy- 
ering rules for overhead line construe- 
tion, which became effective July 1, 
1922. 

The commission was of the opinion 
that the application of the rules as 
specified in the general order would 
promote uniform and higher standards 
of construction and would insure more — 
adequate service and greater safety 
to men engaged in the operation and — 
maintenance of overhead electrical 
lines. 
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Remaining Lines to Open 


International Having Established Nor- 
mal Service in Buffalo Prepares to 
Start Up in Niagara Falls 


Mitten Management, Inc., operating 
the local and interurban lines of the 
International Railway, Buffalo, N. Y., 
will never sign an agreement with the 
Amalgamated Association of Street & 
_Electric Railway Employees of America 
and will continue to employ labor only 
on the open-shop plan, Henry W. Kil- 
leen, of Penney, Killeen & Nye, of 
counsel for the International, told Jus- 
tice Harley N. Crosby in special term 
of Supreme Court. Mr. Killeen was 
arguing against efforts of the Buffalo 
Jitney Owners’ Association to have 
the court vacate the injunction pro- 
hibiting them from operating within 
the city. 

Justice Crosby reserved decision on 
the motion of the jitney drivers to 
vacate the injunction. Hamilton Ward, 
who appeared as attorney for the jitney 

men, is a prominent negligence lawyer 

in Buffalo who has conducted many 
suits brought against the International 
in accident cases. 

Efforts on the part of the jitney 
owners to have the court appoint a 
referee to hear the testimony of 
Herbert G. Tulley, president of the In- 
ternational, failed when Justice Wesley 
C. Dudley declined to stay or modify an 
order previously obtained by counsel 
for the International restraining the 
examination of President Tulley by the 
jitney men. 

Providing the municipal authorities 
furnish adequate police protection, local 
car service will be started in the city of 
Niagara Falls at 6 a.m. Sept. 4. It 

had been proposed to resume local 
service in Niagara Falls Aug. 28 but 
the city authorities were unable to 
guarantee sufficient police protection. 
The only service not being given by the 
company is in the cities of Niagara 

«Falls and Lockport and on a few local 
lines in Buffalo where owl service has 
not yet been restored. On all other 
lines normal day and rush-hour service 
-is being furnished. 

Despite the injunctions obtained by 
the International restraining the oper- 
ation of jitneys, hundreds of 10-cent 
buses are being operated unmolested 
by the police. Responsibility for this 
situation is placed squarely up _ to 
Mayor Frank X. Schwab by President 
Tulley. Attorney Killeen of the rail- 
way told the court that the police are 
willing to do their duty but “the Mayor 
has bedeviled them.’”’ Some arrests of 
jitney drivers have been made for 
technical violations of the traffic laws, 
but no driver has been charged with 
contempt of court for violation of the 
injunction of Justice Pooley. 

Since the arrest of Robert C. Lacey, 
chairman of the board of arbitration of 
the Central Labor Council and former 
president of the organization, and five 
striking street car employees, members 
of the Amalgamated, there have been 
no further dynamite outrages on the 
local or interurban lines of the Inter- 


national]. Previous to their arrest cars 
were dynamited almost nightly. Burns 
and Pinkerton detectives are working 
on the case. Local newspapers charge 
that the city police have so bungled the 
evidence and clues being obtained by 
private detectives that some of the 
union leaders against whom evidence 
was sought are thus far escaping de- 
tection. 


Wage Hearing Concluded 


The arbitrators’ hearing on the ques- 
tion of wages to be paid by the Berk- 
shire (Mass.) Street Railway was con- 
cluded on Aug. 25. C..Q. Richmond, 
general manager, told of the struggle 
of the company to make both ends 
meet. Thomas E. MacDonald, super- 
intendent of the company, testified that 
fifty-five of the 300 employees own 
their own homes and forty of them 
own automobiles. Leslie Vickers, an 
investigator of industrial statistics, 
testified that living conditions were 20 
per cent better than in 1914, as com- 
puted on the ratio of wages to the cost 
of necessaries, offering charts in 
evidence. 

From the information submitted it 
appeared that, as against approxi- 
mately 47, 50 and 53 cents an hour now 
paid to blue uniform men on two-man 
cars for the first, second and third 
years, respectively, the company pro- 
posed to pay 45, 47 and 50% cents in 
renewal of the contract that expired on 
June 1. One-man car operators, who 
now receive 6% cents additional to these 
figures, were to be paid 5 cents addi- 
tional, These rates, it was stated, are 
the same as those established by arbi- 
tration this year for Connecticut Com- 
pany employees. In lieu of these fig- 
ures the men presented a demand to 
cover the year ending June 1, 1923, of 
60 cents an hour for the first three 
months’ service, 624 cents an hour for 
the next nine months and 65 cents an 
hour thereafter. For operators of one- 
man cars 10 cents an hour additional 
was asked. The arbitrators will have 
further meetings to discuss the evi- 
dence and make a decision as soon as 
practicable. 


Planning Other High-Speed Lines 
in Philadelphia 


Mayor Moore of Philadelphia and 
President Mitten of the Philadelphia 
(Pa.) Rapid Transit Company recently 
discussed plans on the construction of 
other links in the network of high- 
speed lines for the city. The date 
for opening the Frankford Elevated to 
the public has been fixed as Nov. 5. 
Once the line has been placed in serv- 
ice, the Mayor said he would authorize 
the preparation of plans for the con- 
struction of other high-speed lines and 
among the first consideration would be 
the Broad Street subway, for which 
$25,000,000 was available. Mr. Mitten 
promised his aid in the building of 
other lines to care for the “present and 
coming needs of the city” and Richard 
Weglein, president of the City Council, 
pledged his co-operation. 


Franchise for Hollywood 
Subway Grants 


The Pacific Electric Railway on Aug. 
18 was given formal permission to con- 
struct a subway under Bunker Hill, 
from the Hill Street Terminal of the 
company to Glendale Boulevard, in 
erder to furnish rapid transit trans- 
portation to Hollywood and _ other 
northwestern parts of the city of Los 
Angeles and its suburbs. The project 
will represent an expenditure of 
$3,100,000 by the Pacific Electric Rail- 
way and will have the effect of remov- 
ing all of the company’s cars from Hill 
Street north of, the company’s Hill 
Street terminal. The Pacific Electric 
was the only bidder for the subway 
franchise at $100. It is a forty- 
year franchise. The engineering plans 
have been completed, rights-of-way for 
the subway have been secured, and con- 
struction work will start within a few 
months, officials of the company state. 
The City Council has instructed the city 
attorney to submit the necessary ordi- 
nance granting the franchise to the 
railway. Application for the franchise 
was made some months ago by the 
company, but the matter was _ thor- 
oughly considered by the Board of 
Public Utilities and the Public Utilities 
Committee of the City Council before 
final action was taken. 


Power Development Made Subject 
of Special Study 


At a meeting of the executive com- 
mittee of the Potomac Public Service 
Company, Hagerstown, Md., it was de- 
cided to install additional machinery in 
the plant at Millville. This step is made 
necessary by the great demands for 
power coming from all sections, and it 
is felt that additional generating equip- 
ment there is needed. It was brought 
out that the Potomac Public Service 
Company with all its power plants and 
water power, is using power to about 
the extent of its capacity when it is 
taken into consideration that a specified 
amount should be held in reserve to 
guarantee service. The remarkable 
growth in the power business was 
studied and it was felt that, as rapid as 
has been the demands for current the 
past two years, the same rate of growth 
can be expected for the next two years. 


Urges Working Together for Rail- 
way and Personal Prosperity 
All platform employees of the San 


“Diego (Cal.) Electric Railway have 


been urged to show the highest possible 
degree of efficiency in the operation of 
cars and in the handling of patrons in 
a booklet compiled by Claus Spreckels, 
general manager of the property. He 
says that it is the aim of the company 
to make the railway one of the most 
efficient in the country and that efforts 
of all employees must be centered on 
one thing only, that of selling transpor- 
tation. In conclusion he says: 


We believe the better service we give the 
greater will be our revenue, keeping in 
mind the fact that our own personal wel- 
fare and prosperity depend upon the pros- 
perity of our car lines. 
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Excellent Brooklyn Showing 


Deficit of $350,857 for 1921 Converted 
Into Surplus of $1,765,527 
in 1922 


Striking improvement in the financial 
position of the Brooklyn (N. Y.) City 
Railroad is shown in the annual report 
of Vice-President H. H. Porter, a sur- 
plus of $291,519 replacing the deficit 
of $1,474,008 in the balance sheet of a 
year ago. Profit for the year ended 
June 30, 1922, aggregated $1,765,527. 
Announcing these figures, Mr. Porter 
pointed out that the value of the prop- 
erty of the company was greatly in 
excess of the capitalization of $12,000,- 
000, and the bonded debt of $6,925,000. 

The income statement appended to 
the report shows that the total operat- 
ing revenue for the year was $11,687,- 
750, contrasted with $10,457,171 during 
the corresponding period of 1921. Total 
cperating expense was $8,450,221, as 
against $9,715,666. Gross income was 
$2,466,958, while in 1921 it was $332,- 
832. Net income is given as $1,765,527. 
In 1921 this item was represented by a 
loss of $350,857. 


Booxs Don’t SHOW EXTENT OF 
IMPROVEMENTS 


A note added to the condensed gen- 
eral balance sheet says: 


The books of the company do not reflect 
the additions and betterments to_ the 
property made by the Brooklyn Heights 
Railroad as lessee and claimed by it to 
have amounted to approximately $10,000,- 
000, nor any liabilities in respect thereof, 
nor the claims of the Brooklyn City Rail- 
road arising out of the termination of the 
lease; the amounts of these several items 
are in dispute. 


The subway is not crowding out the 
surface lines as a factor of transporta- 
tion, according to Mr. Porter, who says: 


The increased use of the recent subway 
extensions in the territory served by your 
company has resulted in diverting a cer- 
tain amount of long-haul traffic to the sub- 
ways, but any decrease in gross earnings 
from this cause has been more than com- 
pensated for by increased net earnings 
from short-haul traffic which the company 
has secured because of its frequent and 
convenient service. This is a particularly 
gratifying demonstration of the fact that 
your surface railroad is not only far from 
obsolete, but that it has an increasingly 
valuable function to perform which the pub- 
lic has recognized by its  inereased 
patronage. 


After a thorough consideration of the 
report of the valuation Bureau of the 
New York Transit Commission, Mr. 
Porter declares: 


Your directors concluded that they could 
not recommend to the stockholders the ac- 
ceptance of any of the appraisals made by 
the valuation bureau of the commission or 
the sale or disposal of the property of your 
company upon any basis except its present 
fair value. 


The company maintains and operates 
a total of 216.92 miles of railroad on 
110.2 miles of streets, and in addition 
owns various car houses, shops and 
other real estate, including the office 
building at 168 Montague Street and 
85 Clinton Street. 


The gross revenues from transporta- 
tion have continued to increase during 
the year. This is due both to the 
growth of business and population in 
the territory served and to increased 
riding resulting from better service 
furnished by the company to the-public. 
Operating expenses are less than dur- 
ing the previous year in spite of the 
fact that the company is, in addition to 
meeting all current maintenance, now 
engaged in the extensive reconstruction 
of its track system, replacing the old 
94-lb. rail with new rail weighing 122 
lb. per yard. During the season of 1922 
it is planned to rebuild approximately 
64,500 ft. of track, all of which will be 
laid in improved pavement. 


INCOME STATEMENT. OF THE BROOKLYN 
CITY RAILROAD _ 


Year Ended Year Ended 
June 30, June 30, 


1922 1921 
Passenger revenue. - $11,413, bye $10,179,968 
247 ‘276 


Other car revenue...,..... 


Levene. renee ws: $11,413,650 $10,180,244 


OB... 5 es, Sab OT? 100,004 118,393 
Rent of land, buildings, etc. 127,499 115,654 
Rent of tracks and terminals 46,054 41,785 
Miscellaneous revenue... . . 543 1,095 


Total operating revenue. . 


Operating Expenses 
Maintenance—way - and 


structures... ..... det. $1,203,973 $969,603 
Maintonanoe = eauenee. - 1,368,205 741,844 
Power... P 986,910 1,200,983 
Operation of cars. 3,835,850 4,828,561 
Injuries to person and prop- 
erty oc eee een at 524,310 522,859 
General and miscellaneous 7 
OXPODKES »\2..)05 ew elpa ae 530,973 451,816 
° pee ae rt 
Total operating expenses. $8,450,221 $9,715,666 
Income before taxes..... $3,237,529 $741,504 
Taxes assignable to opera- 
HONS eaccas Coe es os 931,521 500,515 
Operating income........ $2,306,008 $240,989 
Non-operating income. . . 160,950 91,843 
Gross income........... $2,466,958 $332,832 
Income Deductions 
Interests eee te $428,319 $362,269 
Rent of cars, tracks, ete... . 273,111 321,420 
Total income deductions.. $701,430 $683,690 
Net income......2...... $1,765,528 *$350,857 


* Figures in italics denote loss. 


During the year the company carried 
243,538,467 passengers, an average of 
667,228 passengers a day. This was an 
increase af 27,330,747, as compared 
with the previous year, or a gain of 
about 75,000 passengers per day. To 
accommodate this increased traffic the 
company operated 24,265,037 passenger 
car-miles, as compared with 23,594,065 
during the previous year. 

Mr. Porter warns that if municipal 
railway operation is carried out over 
the Williamsburg Bridge the Brooklyn 
City Railroad will cease all operation 
over the bridge. In his review of the 
affairs of the company Mr. Porter goes 
briefly into the history of this case as 
argued before the courts. 


$11,687,750 $10,457,171 ~ 


Edinburgh Tramways Shows 
Increase in Traffic 
The report of the tramways depart- 
ment of the city of Edinburgh shows 
a total revenue for the year ended May 
15, 1922, on the combined cable, bus 


and electric systems of £834,341, an — 


increase over the previous year of 
£43,260. The number of passengers 
carried was 101,026,763, an increase of 
3,014,881. The revenue last year was 
divided approximately 68 per cent cable, 
22 per cent bus, and 10 per cent elec- 
tric, but all the cable lines are now 
being converted into electric power, as 


previously reported in this paper. After | 


deduction of interest, contribution to 
sinking fund, special expenditures and 
income tax, the system showed a net 
surplus on the year’s workings of £24,- 
571, which is considered quite satisfac- 
tory under the conditions in which the 
department has been operating. The 
revenue during the latter part of the 
year showed a distinct tendency to de- 
cline, due in part to slightly longer fare 
stages but also to prevailing bad trade. 


The coal strike was responsible for an’ 


increase in the cost of fuel during the 
early part of the year. The company 
owns 184 cable cars, forty-five electric 
cars, seventy-two single deck motor 
buses and fifteen char-a-bancs. 


Indiana Merger Case to Be 
_ Argued in October 

Oct. 4 has been set in the Indiana 
Supreme Court as the date for the pre- 
sentation of oral arguments by attor- 
neys on the appeal of the Indiana 
Public Service Commission and the In- 
diana Electric Corporation from the 
judgment of the Superior Court in In- 
dianapolis sustaining the complaint 
filed some time ago by the cities of 
Indianapolis and Kokomo asking for an 
injunction to prevent the execution of 
the order of the commission which au- 
thorized the consolidation of seven In- 
diana, electric, traction and gas util- 
ities ‘into the Indiana Electric Corpo- 
ration. In setting the date for oral 
arguments, the court directed the at- 
torneys for the cities of Indianapolis 
and Kokomo to file briefs of arguments 
before Sept. 4 and the attorneys for the 
corporation and the Public Service 
Commission to file their briefs before 
Sept. 19. 

In overruling a demurrer filed to 
the injunction suit, the Superior Court 
judge said the action of the Public 
Service Commission in authorizing the 
consolidation and approving the issu- 
ance of securities for the consolida- 
tion was without authority and with- 
out force and effect. The cities, he 
said, have a right to maintain an ac- 
tion to enjoin the carrying out of the 
commission’s order. 

It was around the agitation in con- 
nection with the Kokomo ease that the 
demand arose in political circles which 


threatens to manifest itself next winter 
in an appeal to the Legislature to 


amend the Public Service Commission 
law along the line of home rule. 
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_Revised Plan Outlined 


Pamphlet Issued Giving Details of 
Latest Security Exchange Pro- 
posed for Key Route 


A pamphlet has been issued setting 
forth the latest revised plan for the 
reorganization of the San Francisco- 
Oakland Terminal Railways, Oakland, 
Cal. Briefly, it provides for the organ- 
ization of an operating company and 

‘some subsidiaries, the stock of which 
shall be owned by the operating com- 
pany. These companies are to succeed 
to the property now owned by the old 
companies. 

The old securities, amounting to $48,- 
879,000, have been segregated into four 
groups, based upon priorities of issue, 
security and market value and other 
practical considerations. 

The first ‘group includes $465,000 of 
bonds secured by two first mortgages 
on the Oakland, San Leandro & Hay- 
wards Electric Railway and the Twenty- 
third Avenue Electric Railway. It is 
proposed to exchange these, bond for 
bond, for new bonds with practically the 
same security, but maturing in 1938. 

The second group consists of various 

‘first mortgage bonds and Oakland 
Transit Consolidated first consolidated 
5 per cent bonds, amounting to $7,538,- 
000; which will be exchanged, bond for 
bond, for the new operat ng company 
general and refunding 5 per cent bonds. 

The third group includes $3,634,000 
of junior bonds, which will be exchanged 
for an equal par value of the two classes 
of preferred shares of the new company, 
divided three shares of the 7 per cent 
cumulative prior preferred stock and 
one share of 7 per cent preferred stock. 

The fourth group includes $3,177,000 

- Oakland Traction Company general con- 
solidated 5 per cent bonds and $1,587,000 
San Francisco, Oakland & San Jose 
Consolidated Railway general consoli- 
dated 5 per cent bonds, which will be 
exchanged for an equal par value of the 
two classes of preferred stock, one-half 
of each kind. 

The old preferred stock now outstand- 
ing will be exchanged for the common 
stock of the new company on the basis 
of four shares of the old for one of the 
new. The old San Francisco-Oakland 
Terminal Railways common stock is 
wiped out entirely. 

The general and refunding 6 per cent 
mortgage bonds, maturing in fifteen 
years, which are issued in exchange for 
old securities, will be junior to a first 
mortgage issue of $10,000,000, of which 
$2,500,000 will be issued at once, to 
provide cash required for the complete 
working out of the plan; $1,000,000 of 
this issue must be taken by owners of 
the new common stock as a condition 
of the issuance of that stock to them. 

Old securities of $48,879,000 are thus 
reduced to new securities amounting to 
$22,163,500, which will be junior, except 
as to $465,000 to a $10,008,000 first 
mortgage. This $10,000,000 is in the 
nature of cash, for the reason it will 
pay off $703,000 equipment trust notes 
in cash and will provide for additions 
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and betterments which will add to the 
tangible worth of the company’s prop- 
erty. 

The floating indebtedness of the old 
company will be paid in full and all past 
due coupons, except as to the bonds in 
the first group, are to be refunded into 
the new issues of bonds or preferred 
stock, as the case may be. 

Notice was given that those deposi- 
tors who deposited their bonds under 
the agreement of Dec. 1, 1919, and who 
did not withdraw their bonds on or be- 
fore Aug. 20, 1922, would be deemed and 
treated as assenting to the new plan. 


New Company Applies 
for Charter 


The New Orleans Public Service 
Corporation, which has acquired, by 
purchase, the properties of the New 
Qrleans Railway & Light Company, 
New Orleans, La., has filed application 
for a charter. The new company is 
given a nominal capitalization of 
$5,000, with. the privilege of increasing 
its capital to $100,000,000. The capi- 
talization is divided equally between 
preferred stock and common stock. 
The preferred stock holders have no 
voice in the management of the affairs 
of the company, except in regard to 
deferred dividends, and the stock is 
made redeemable by a majority vote 
of the holders of the common stock. 


Separate Company for Small Load 


The Green Bay Park Railway has 
been organized and incorporated to take 
over the property of the Bay Shore 
Railway, consisting of about 1% miles 
of track leading from the city to a 
municipally owned and operated amuse- 
ment park open only during the sum- 
mer months. 

The property was operated by the 
Wisconsin Public Service Company last 
year on contract with the owners and 
showed no profit, it is said, and has 
been more or less constantly in con- 
troversy between the owners and the 
city officials. 

The new company was organized by 
Clement C. Smith, Milwaukee, and his 
associates, owners of the Wisconsin 
Public Service Company, to take over 
the property, when it was agreed that 
the transfer should be made for an 
amount to be fixed by the appraisal of 
the Wisconsin Railroad Commission. 
The commission has agreed to act as 
arbitrator and fix the value of the 
property. Pending the decision of the 
commission the line is being operated. 

C. R. Phenicie, general manager of 
the Wisconsin Public Service Company, 


said that his company was not anxious. 


to purchase the property because of 
its record of constant loss, but that the 
public seemed to expect his company 
to help out in the controversy between 
the city officials and the Bay Shore 
Railway. “It was thought unfair,” 
said M. Phenicie, “to harness the Wis- 
consin Public Service Company with 
so unprofitable an enterprise and so 
the new company was incorporated.” 
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Traffic Increases on Brazilian 
Tramways 


The board of directors of the Bra- 
zilian~Traction, Light & Power Com- 
pany, Ltd., Brazil, S. A., has sub- 
mitted its ninth annual report and ac- 
counts to the shareholders for the year 
ended Dec. 31, 1921, together with a 
report by the president on the enter- 
prises in Brazil. The revenue of the 
company in Canadian currency follows: 


Revenues received under 
contracts with subsidiary 
COMPAMES =... hee eh les 
Interest on investments 

and miscellaneous in- 


$4,410;057 


127,658 
as LO ed YB 
General and legal expenses 

and administration charges 
Interest and changes on se- 
cured gold notes and other 
WORM en ea, ne oe 
Provision for general 
amortization.,...... 


$166,465 


833,568 


300,000 
——————— | 1,300,053 


$3,237,682 
600,000 
$2,637,682 


PNGURCVIGN WOMs myo eR conte wes all es syss 
Dividends on preference shares at 6 per- 
cent per annum 


Surplus for the'year: ..\.....00....6.-.. 


The surplus revenue as shown in the 
table alone amounted to $2,637,682, 
which with the balance of $3,082,132 
brought forward from 1920 gives a to- 
tal of $5,719,814, which has been ecar- 
ried forward in profit and loss account. 

The growth of the tramways serv- 
ice in Brazil is shown in the following 
figures. In 1918 there were 283,682,- 
656 passengers carried; in 1919, 332,- 
525,451; in 1920, 377,396,013, and in 
1921, 412,176,127. 

The report mentions the extensive 
power development which the directors 
have under way and which will benefit 
Rio de Janeiro and Sao Paulo. On 
the subject of new financing it is said 
that necessary capital requirements will 
be provided through the sale of securi- 
ties. These requirements’ will include 
the amount necessary for the develop- 
ment of the hydro-electric installation 
at the Parahyba River just referred to 
and the funding of $7,500,000 6 per 
cent secured gold notes. 

The annual meeting was addressed by 
E. R. Wood, a director, who told about 
the changes which have taken place 
in conditions in Brazil during the past 
year. In referring to the company’s 
financing, he stated that of the $7,- 
500,000 of company’s notes maturing in 
December, there had already been re- 
deemed in anticipation $2,000,000 and 
for the redemption of the balance the 
company had the necessary $5,500,000. 


Deficit Changed to Surplus 


For the five months ended May 31, 
1922, the Nova Scotia Tramways & 
Power Company, Halifax, N. S., re- 
ports gross earnings of $635,552, 
against $653,118 for the same period in 
1921. Operating expenses decreased 
from $579,619 for the five months of 
1921, to $489,965 for the five months of 
1922. The surplus for the five months 
period of this year was $53,685, against 
a deficit a year ago of $11,822. 
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Commission Statistics Reveal 
Railways’ Plight in 1921 


A reflection of the heavy odds 
egainst which city and suburban elec- 
tric street railways in Ohio had to con- 
tend during the general business de- 
pression of the year 1921 is observed 
in statistics for those companies just 
compiled and made public by the State 
Public Utilities Commission at Colum- 
bus. These figures show that the city 
and suburban traction companies) in 
Ohio carried 59,299,578 fewer passen- 
gers last year than they did in 1920, 
the total number of revenue car riders 
including transfer passengers for the 
state in 1921 being 719,242,805 as 
against 778,542,383 in 1920. During 
the past several months, however, gen- 
eral business conditions have picked up 
to such an extent that almost all of 
the eighteen city and suburban car 
companies in the State are carrying 
more riders than they were a year ago. 

Operating revenues of the companies 
jin 1921 decreased $1,355,066 over 1920. 
Operators of the properties, however, 
by practicing rigid economy, managed 
to reduce operating expenses $3,063,386 
in 1921 over 1920. Of course the fig- 
ures for operating expenses do not in- 
clude anything for depreciation, taxes 
or interest on funded debt. A com- 
parison of the revenues and expenses 
of the eighteen companies operating in 
Ohio for the two years follows: 


1921 1920 
Operating revenue..$39,383,780 $40,738,846 
Operating expense.. 30,630,491 33,693,877 
Despite the fact that the revenue of 
the car companies decreased during the 
year, taxes for 1921 paid by these same 
companies increased $99,557, the taxes 
paid in 1921 totaling $3,047,993, while 
the amount in 1920 was $2,948,436. 
The total investment in the city and 
suburban traction companies in Ohio at 
the beginning of this year was $110,- 
685,740, according to the commission’s 
figures. 


Abandonment Authorized 


Upon a finding that revenue is far 
below operating costs, the Railroad 
Commission of California has author- 
ized the Sacramento Northern Rail- 
road to suspend operation between 
Front and “M” Streets, Sacramento, 
and Headquarters Station, Yolo 
County. 

This service was started in 1913 
under an agreement whereby the 
West Sacramento Company was to de- 
fray the cost of operation. This com- 
pany has not continued its’ payments 
and up to Feb. 1 of this year there 
was found to be due to the railroad 
$7,685.57. 

In referring to objections made to 
the application to discontinue service 
the commission said: 


It is obvious from the record in this pro- 
ceeding that it is impossible to continue 
operation without a very considerable 
monthly deficit and such deficit has been 
accumulating. Protestant, West Sacra- 
mento Company, offers no solution of the 
eproblem in that it has frankly stated, 
through its attorney, its inability to meet 
the present accrued bills and the expense 
of operation which would accumulate in 
future. This is not a matter in which any 


adjustment or inerease in rates would offer 
a solution of the transportation problem, 
as any rate which would be assessed in 
volume sufficient to meet cost of opera- 
tion would be prohibitive. 


Financial 


News Notes 


Line Abandoned.—The Meridian 
Light & Railway Company, Meridian, 
Miss., has been engaged in the work of 
taking up the tracks of the college car 
line extending from Highland Park 
north for about 1 mile. It was reported 
that a bus line would be substituted for 
the abandoned car line. 


Increase in Capital Stock Authorized. 
—The State Corporation- Commission 
has authorized an amendment to the 
charter of the Scranton & Wilkes-Barre 
Traction Corporation, Scranton, Pa., in- 
creasing its capital stock from $2,500,- 
000 to $5,000,000. The headquarters of 
the corporation are in Richmond. 


May Resume Operations.—Funds 
are said to have been raised to operate 
the defunct Norwalk-Shelby traction 
line with gasoline cars as soon as the 
tracks can be cleared. A new company 
has been incorporated by J. L. Baugh, 
Indianapolis; C. R. Irwin, North Fair- 
field, and others to carry out the plan. 

Stock Recently Created Pays Divi- 
dend.—The United Light & Railways 
Company, Grand Rapids, Mich., has 
declared an initial dividend of 1$ per 
cent on participating preferred stock 
and the regular quarterly dividend of 
14 per cent on the first preferred stock, 
both payable on Oct. 2 to stock of rec- 
ord of Sept. 15, 

Six Months’ Report Made.—For the 
six months ended June, 1922, the Illi- 
nois Traction Company, Peoria, Ill., re- 
ports gross earnings of $11,067,462 
against $10,931,727 for the same period 
in 1921. After expenses and taxes a 
net remained. of $3,290,678 against 
$2,846,837 for the six months ended 
June, 1921. 

Railway Bonds on Market.—The 
Fletcher American Company, Indian- 
apolis, has put on the market Gary 
Street Railway first mortgage 5 per 
cent bonds, due Oct. 1, 1937. The issue 
was authorized recently by the Public 
Service Commission. The bonds are 
being sold at 81 and accrued interest to 
yield about 7.10 per cent. 

Issue Authorized. The Interstate 
Commerce Commission on Aug. 11 au- 
thorized the issuance and sale of 
$550,000 of 44 per cent bonds of the 
Fonda, Johnstown & Gloversville Rail- 
road, Gloversville, N. Y. This issue 
was provided for in its mortgage and 
retained without issuance for the pur- 
pose of taking up the $550,000 of 6 per 
cent bonds. - 

Franchise Taxes Paid Under Pro- 
test.—Under protest the Washington 
Railway & Electric Company, Washing- 
ton, D. C., has paid franchise taxes 


amounting to $247,808 for the year 
ended Dec. 31; 1921. The corporation 
counsel and the Washington Railway 
& Electric Company have not been able 
to agree on what constitutes the gross 
earnings of the company. ; 

July Net $334,945—For the month 
of July, 1922, the Brooklyn (N. Y.) 
Rapid Transit Company reports total 
operating revenues of $83,151,762, 
against $3,045,950 for July, 1921. 
Operating expenses increased from 
$1,950,480 in July, 1921, to $2,024,306 
in July, 1922. The net income for the 


seventh month of this year was $334,945, | / 


against $288,570. f 
Abandonment Refused.—City Com- 
missioners have refused the St. Johns 
Electric Company, St. Augustine, Fla., 
permission to suspend and abandon the 
operation of the trolley on the streets 
of the city and have instructed attor- 
neys to protect the rights of the city 
under the franchise which they claim 
has been violated. The company has 
also been ordered to pay up for paving 
Central Avenue. 


Refuses to Reopen Case.—The Ind- 
liana Public Service Commission has 
denied the petition of the city of Ko- 
komo, Ind., for a reopening of the case 
in which the commission fixed a valua- 
tion on the property of the Indiana 
Railways & Light Company. At a hear- 
ing on the petition attorneys for the 
city contended that the valuation was 
too high. The valuation will be used 
for rate-making purposes. 


Tracks Ordered Removed.—The 
tracks of the Tiffin & Fostoria line have 
been ordered removed from South 
Washington Street, Tiffin, by the 
City Council. The order is in the form 
of a resolution that ‘‘requests” the 
company to vacate the streets by April 
1, 1923, and is preliminary to issuing 
bonds for the repair of the street. The 
tracks are only used for freight cars 
since discontinuance of city street car 
service there. Removing the tracks will 
force the company to move its freight 
depot, now at the south end of city. 

Kansas Properties Reorganized.— 
The Kansas Electric Power Company, 
Lawrence, Kan., has been organized as 
the successor to the Kansas Electric 
Utilities Company, the Leavenworth 
Light, Heat & Power Company and the 
Bonner Electric & Manufacturing Com- 
pany. It is controlled by the Consoli- 
dated Utilities Company. It owns all 
the capital stock of the Miami Valley 
Electric Company, Sidney, Ohio; the 
Union City (Ind.) Electric Company 
and the United Lighting Company of 
Albion, Pa. The Kansas Electric 
Power Company is operated by the Al- 
bert Emanuel Company, New York, 
N. Y. The following officers have been 
elected: President and general man- 
ager, Albert Emanuel, New York; 
vice-president, Victor Emanuel, New 
York; R. ¥. Rice, Lawrence; treasurer, 
C. B. Ziegler, New York;- auditor, 
J. W. Pierce, Leavenworth; chief engi- 
neer, D. O. Vaughn, Leavenworth; 
managers, J. T. Skinner, Lawrence, 
and T. T, Parker, Emporia. 
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aivathé and ‘Transp 


Discontinuance of Freight 
Facilities Results in 
Hardship 


A petition has been presented to the 
Public Service Commission of Pennsyl- 
-vania by the Allentown Chamber of 
Commerce asking that trolley freight 
service between Philadelphia and Allen- 
town over the Philadelphia & Western 
‘and Lehigh Valley Transit Company 
be restored. Discontinuance of this 
service was allowed by the Public Serv- 
ice Commission on June 1 upon petition 
of the Philadelphia Rapid Transit 
Company, but loss of these facilities 
has not only resulted in the diversion 
of much freight from Philadelphia but 
is working a hardship among wholesale 
and retail dealers at Allentown, the 
Chamber of Commerce contends. 
Nearly all the fruit and produce for 
Allentown was shipped via the trolley 
lines, but since the service was discon- 
tinued many dealers are buying from 
the New York markets. A hearing on 
the matter will be given in the early 
fall. 


Better Service Promised 


General Superintendent Purinton of 
the Atlantic City & Shore Railroad 
Company has accepted the proposals 
submitted by Public Utility Commis- 
sioner Harry Bacharach to give Vent- 
nor and Margate City better trolley 
service. Under the arrangement 
through service is to be established to 
Ventnor and Margate from the Inlet, 
Atlantic City, for the single 7-cent fare. 
The company will be permitted to~con- 
tinue a cut-off at Jackson Avenue, the 

_ boundary between Atlantic City and 
Ventnor, but will grant transfers 
whenever passengers desire to proceed 
farther south. More cars are also 
promised. 

Residents of Ventnor City recently 
circulated petitions asking the Board of 
Public Utility Commissioners to probe 
the service and double fare of the At- 
‘antic City & Shore Railroad, operators 
of the only trolley system on the island. 
Since last March Ventnor City and the 
railway management have been endea- 
voring to get together on some agree- 
ment that would give Ventnor adequate 
service. ~ . 


Solves Problem by Operating 
Supplementary Bus Service 


In an effort to put an end to the 
jitney problem in Tulsa the Tulsa 
(Okla.) Street Railway has put several 
passenger buses in operation as a sup- 
plement to its electric railway service. 
B. Hilburn, general manager of the 
company, who recently announced that 
in addition to the six 16-passenger 
buses received from Lima, he would 
purchase three more 25-passenger 
buses, said that the use of the buses was 


practical when co-ordinated with the 
railway. In a letter to the Public Util- 
ity Information Bureau he stressed the 
part that buses would play in future 
city transportation, but said that they 
would serve all interests best when 
operated in connection with the electric 
railways. 

Jitney operation in Tulsa has been 
instrumental in retarding the progress 
of the railway property. This year the 
city administration agreed to eliminate 


jitney service on the East Sixth Street 
line and to eliminate a new bus line 
which paralleled the Kendall line of the 
Tulsa Railway for practically the entire 
length of the line. An arrangement 
was made whereby the Tulsa Street 
Railway was to operate buses on these 
lines, supplemental to its street car 
service, and on July 1 the company put 
into operation four twenty-five-passen- 
ger buses. On July 25 the company 
added one more twenty-five-passenger 
bus. These buses are operating on a 
schedule of nine minutes in the light 
part of the day, and seven minutes dur- 
ing the rush hours. By Oct. 1 the com- 
pany expects to have sixteen passenger 
buses in service in Tulsa. 


Duluth Case in Courts 


Railway Authorized by Court to Charge Six-Cent Fare, but Must Issue Rebate 
Slips—Digest of Decision of Commission in the Rate Case 
Affecting the Duluth Street Railway 


LTHOUGH the Duluth (Minn.) 

Street Railway has been granted 
the right to collect a straight 6-cent 
fare by the Federal Court, it has been 
ordered by the same court to issue a 
rebate coupon for 5 cents with each six 
tickets purchased by a patron. The 
coupons are to be redeemable only in 
the event that the United States Su- 
preme Court reverses the United States 
District Court’s order granting the 
straight 6-cent fare. The company must 
be ready to comply with the rebate 
coupon order on Sept. 7, when it goes 
into effect. 

The order for the rebate coupons was 
in the form of an amendment to the 
interlocutory injunction issued on July 
31, placing the flat 6-cent rate in 
effect in Duluth on Aug. 1. City At- 
torney John B. Richards petitioned the 
court for the rebate coupons and 
Federal Judges Walter Sanborn, W. F. 
Booth and Martin J. Wade granted his 
application. The city is now preparing 
to appeal to the United States Su- 
preme Court from the interlocutory 
injunction granting the 6-cent rate. 
The papers will be filed within a few 
days. 

The original request was for an in- 
crease in fares from 5 tq. 7 cents, with 
four tokens for a quarter, but the order 
of the commission provided for a 6-cent 
fare and five tokens for a quarter. In 
obtaining an injunction, which the 
company now wishes to make perma- 
nent, it claims that a 6-cent fare, with 
five tokens for a quarter, will give no 
relief at all and would eventually cause 
the confiscation of its property. 

The history of the case is reviewed 
by the commission in the decision which 
it handed down in passing upon the 
fare application. It is explained that 
pursuant to provisions of chapter 278 
of the laws of 1921 the city of Duluth 
caused the property of the petitioner 
to be examined and appraised-and sub- 
mitted such appraisal as a part of the 
record in this case to the commission 
for its consideration. ‘ The represent2- 
tives of the city and the company in 


many respects agreed upon the inven- 
tory and appraisal submitted. The 
property was appraised upon four dif- 
ferent bases as follows: 


Upon the cost of reproduction 
property based upon 1915 prices. 

Upon the cost of reproduction of the prop- 
erty based upon the average of prices for 
ten years ending July 1, 1921. 

Upon reproduction cost based on prices 
as of July 1, 1921, and 

Upon a reproduction cost based upon 
units used in the actual construction of 
the property, or an investment basis. 


The engineers representing the city 
and the company further agreed upon 
an inventory of the property and the 
appraisal, this inventory, so far as it 
affects all the physical property, except- 
ing land, working capital, general over- 
heads (engineering and superintend- 
ence, administration, organization and 
legal expenses), taxes during construc- 
tion, interest during construction and 
cost of financing, development costs or 
going concern value, cost of power con- 
tract and accrued depreciation or pres- 
ent per cent condition of the property. 

The agreed figures of the physical 
property, with the above exclusions, 
undepreciated, were as follows: 


1915 prices, $3,488,161. 

Ten year average, $4,864,437. 

1921 costs, $6,308,966. 

Reproduction or 
$3,487,020. 


The attitude of the commission was 
that these figures demonstrated that 
there had been an increase in replace- 
ment costs for this property, that at the 
present time all things were on a 
higher cost basis than that in existence 
during the period of construction of 
this property, and that there was an 
appreciation in value to be reflected in 
the final value for rate-making pur- 
poses. 

The city and company also introduced 
figures to represent estimated cost of 
reproducing the property on the invest- 
ment basis, or, in other words, to build 
up a figure to represent the original 
investment of the property as it exists 
at present. The city presented a total 
figure, undepreciated, of $4,504,638, 
while the company claimed $6,336,093. 
The investment account of the company, 


of the 


investment basis, 
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as of July 1, 1921, showed approxi- 
mately $4,800,000. 

According to the commission an 
analysis of the investment account 
showed that there was included therein 
money placed in the property in the 
early days of the company which had 
either been retired or had become ob- 
solete, so that the present investment 
account contained the cost of certain 
items discussed by the commission un- 
der “Going concern value” and disal- 
lowed by the commission. 

In connection with its claims the 
company set up a value of $150,735 for 
land. The city, through its assessor, 
placed a value on these lands of $118,- 
094. The commission, however, found the 
fair value of the land to be $140,000. 


GoING CONCERN AND OTHER ISSUES 


The city and the company agreed 
upon the amount invested in materials 
and supplies to be $105,787: The bal- 
ance of the working capital to be al- 
lowed was disputed, the company 
claiming $87,312 and the city allowing 
$24,213. Mr. Drum, the company’s en- 
gineer, based his estimate upon an 
average of one-half month’s current op- 
erating expenses and six months’ cap- 
ital expenses based on the year 1920. 
The one-half of capital expenditures 
amounted to $32,775. The attitude of 
the commission was that the company 
should be allowed $30,000 as a reason- 
able amount for working capital. The 
contention of the city was that as some 
of the general overheads were in- 
cluded in the unit prices, the balance 
of overheads should be less than 15 
per cent. The company’s engineer sub- 
mitted specific amounts for each of the 
general overheads enumerated and not 
included in the original units used, his 
total varying from 18 to 20 per cent, 
depending upon basis of valuation. 

After receiving the evidence the 
commission found that a reasonable 
allowance for general overheads was 
as follows: 

Engineering and superintendence, 5 per 
cent; administration, organization and 
legal expenses, 2 per cent; taxes during 
construction, 2 per cent; interest during 
construction, 5 per cent; or a total of 14 
per cent on the physical inventory of the 
property for these items, 

The company maintained that to the 
value of the property, including physi- 
cal value, materials and supplies, gen- 
eral overhead and working capital, 
there should be added the sum of 5 
per cent as a cost of financing. The 
city contended that the cost of financ- 
ing should be considered in determin- 
ing the rate of return. The attitude 
of the commission on this point was 
that, over a long period of years with 
changing relationships between stock 
issues and other security issues, the 
most practical method of providing for 
the cost of financing, in this case, was 
by giving due credit for such costs in 
the rate of return allowed upon the fair 
value of the property. 

On the -matter of going concern 
value the disposition of the commis- 
sion was to recognize the principle 
that a utility in the determination of 


ELECTRIC RAILWAY JOURNAL 


its fair value for rate-making purposes 
should have included what has been 
termed as going concern value. The 
company contended for an addition to 
the physical value of the present prop- 
erty sums aggregating $693,688 for ex- 
penditures or investments in property 
not now in existence. On this issue the 
commission said: 


It is a well-established practice, based 
on sound economics, that reserves should 
be established to provide for the replace- 
ment of property either destroyed or be- 
come obsolete due to development of. the 
area. If the company failed to build up 
reserves from the so-called horse car pe- 
riod, which ended in 1890, any loss due to 
the change in the property should have 
been amortized in the immediately suc- 
ceeding years. This statement also ap- 
plies to each of the succeeding items 
claimed by the company. To capitalize such 
items at the present time would incorporate 
in the property a fictitious value, which has 
long since ceased to exist. 

The commission quoted the famous 
Galveston case in connection with the 
claims made by the company for the 
cost of unifying the system and the 
loss of interest during operation. In 
analyzing all of these factors the com- 
mission found $500,000 to be a rea- 
sonable value to be added to the 
physical value of the property of the 
railway, in order to make said property 


an operating system. 


VALUE FIXED AT $5,375,000 


In summary, the commission found 
that the fair value of the property of 
the railway undepreciated, was $5,- 
375,000. 

The company arrived at a condition 
per cent of the property averaging 
for the four bases of value presented 
of 86.02 per cent, while the city used 
83.57 per cent. The commission found 
that the present condition precentage 
of the property was approximately 83 
per cent and that this condition per 
cent of the property, in order to ar- 
rive at the present value, should be ap- 
plied to the items including physical 
plant, less lands and plus the general 
overheads allowed. 

The commission found that as of July 
1, 1921, the fair value of the property 
was $4,593,000, summarized as follows: 


Physical property undepreciated. . $3,940,000 
Excluding land— 


General overheads ...........-. 550,000 
Power. CONLTACTI IE ers 0 sso. cere 110,000 
' $4,600,000 
Depreéciated:! Wattle nrecrc:. sci. esas $3,818,000 
BE sho Fe Serb ICR Arowc ci tic Sei EERIE 140,000 
Working capital, materials and 
SUPDPHES Wie eas. cca ous ahve 135,000 
Going “conCérn ieee ole. aliale s 500,000 
$4,593,000 


The company contended for a rate 
of return not less than 8 per cent upon 
the fair value of the property as found 
by the commission. This claim was 
based upon expert testimony as to 
the going rate of interest and cost of 
financing of utility properties during 
the year 1921 experience and immedi- 
ately preceding years. 

The opinion of the commission was 
that the current rate of interest had 
materially declined and that a return 
of 73 per cent was reasonable and 
would produce sufficient revenue to 
finance the company properly. 

In determination of a rate of fare to 
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be charged the commission found that 
there was a large class of riders who 
were the daily patrons of the company 
and produced a very large portion of 
the revenue. The remaining patrons of 
the company were transients within 
the city or individuals who rode occa- 
sionally. It was the opinion of the 
commission that the daily patrons and 
supporters of the railway who find it 
necessary to patronize the company ge- 
ing from their home to their work, 
should have as low a fare as is possible. 
and still maintain the company in a 
position to furnish reasonable service. 
The commission therefore found that 
a 6-cent cash fare, together with 
tickets or tokens to be sold five for 
25 cents, were just, fair and reason- 
able rates and would yield only 4 
reasonable return upon the fair value 
of the property. In conclusion the 
commission said: 


Therefore, it is ordered, That the com- 
mission finds that the fair value of the 
property of the Duluth Street Railway 
within the city of Duluth, used and useful 
in giving service as of Dec. 31, 1921, is 
$4,599,978. 

Second, That the Duluth Street Railway 
is hereby authorized to charge for its serv- 
ice in the transportation of passengers 
within the city of Duluth, 6 cents cash 
fare, and shall issue tickets or tokens good 
for rides on its said lines within the city 
of Duluth and charge therefor not to ex- 
ceed 25 cents for five rides, effective 
Aug. 1, 1922. 


Suspension of Increased Rates 
Ordered 


The Public Service Commission has. 
ordered a further suspension in the 
increased tariffs of passenger fares on 
the interurban and Niagara Falls and 
Lockport city lines of the International 
Railway, Buffalo, N. Y. The increases 
were to have gone into effect on Aug. 
30. The tariffs thus further suspended 
provided for increasing the city fares 
in Niagara Falls and Lockport from 5 - 
to 7 cents or four tokens for 25 cents; 
in Tonawanda and North Tonawanda 
to 10 cents, and the price of books for 
single-trip tickets between Niagara 
Falls and LaSalle would have been in- 
creased from $1 to $1.50. 


Railway Transports Autos 
When Roads Are Bad 


The Buffalo & Lake Erie Traction 
Company, Buffalo, N. Y., has discon- 
tinued for the time being the “auto- 
mobile ferry” service on the Lake- 
Shore highway between Whitehouse,. 
N. Y., through Ripley to a point east 
of the Twenty Mile Creek hill. Ac- 
cording to the company the roads are 
now passable, but whenever they get 
in bad shape the railway puts flat cars 
in service to transport autos. The 
service was made available to motorists 
by the traction company at the request 
of the Erie (Pa.) Automobile Club. 

The haul is about 6 miles and the 
charge is $5 for each machine regard- 
less of size. The service is performed 
each way every hour. The railway 
uses a motor work car with a flat car 
attached and can handle four autos at. 
one time. As many as thirty-one autos 
have been handled in one day. 


| 


q 


p 


September 2, 1922 


ELECTRIC RAILWAY JOURNAL 


= Weekly Pass on Pacific 
Electric Railway 


The weekly transferable pass for 
‘street car rides has been approved by 
the California Railroad Commission. 
The first tryout of the plan in Cali- 
fornia will be in the cities of Riverside 
and Pomona. The new form of fare, 
popularly known as a pass, will cost 
$1 and will entitle the holder to an 
~unlimited number of rides during the 
‘seven-day period for which it is issued. 
By an order of the commission, the 
Pacific Electric’ Railway Company, Los 
Angeles, was authorized on Aug. 21 to 
put into effect such a fare in the cities 
‘mamed. The pass will be good for each 
week beginning Monday and ending the 
following Sunday. 
In approving the system for River- 
side and Pomona, the commission said: 


During the past few years the local 
‘street car lines of the Pacific Electric in 
Riverside and Pomona have not been mak- 
ing operating expenses, taxes and depreci- 
ation and part of the time the service has 
‘been conducted at an operating loss. The 
fare originally was 5 cents; this was in- 
*ereased to 6 cents several years ago, and 
on Jan. 1, 1921, the single fare was in- 
«creased to 10 cents, with a special book of 
seven tickets for 50 cents. Under none of 
these fare schemes has the street car line 
been a financial success. If the present 
scheme does not produce sufficient revenue 
to continue operation of the lines, it would 
seem apparent that relief must be secured 
from other than the car rider, or the lines 
will eventually be abandoned. The rail- 
road hopes there will be enough purchasers 
of the $1 weekly ticket to secure revenue 
to pay at least the operating expenses, 
taxes and depreciation. 


Five-Cent Fare Last Resort 


The municipal railway of Miami, Fla,. 
on Sept. 1 replaced the 10-cent fare 
that has been in force with a 5-cent 
fare. The decision to this effect was 
reached by the City Commission at its 

meeting on Aug. 29. The system has 
been operated at a loss for some time, 
and a weekly pass for $1.25 good for 
rides all week failed to bolster up the 
revenue. Mayor Leffler estimates that 
the 5-cent fare will triple the traffic. 

The Miami Beach Electric Company, 
operating the railway from Miami to 
Miami Beach and run at a loss for sev- 

eral months, was granted at the same 
time a rental reduction for the use of 
the system and rolling stock owned by 
the city of Miami, the reduction being 
from $500 a month to $1 a month. 
During the winter the Miami Beach 
cars are well patronized, but the sum- 
mer season finds them empty. This 
rental reduction will run from June 1, 
1922, to July 1, 1923. It was reported 
that the deficit for the past four months 
has been $9,000. In addition the: com- 
pany has damage suits totaling $75,000 
against it the outcome of which is un- 
certain. The cars are expected to main- 
tain a ten-minute schedule. 

Various means were suggested to re- 
lieve the situation before the present 
fare reduction and rental reduction were 
agreed upon, one of them being a re- 
bate on the rental to be based on the 
monthly loss. It was pointed out by 
City Attorney A. J. Rose that this 
‘would not be legal since it would carry 
with it liability in the case of accident. 
At the same meeting a jitney ordi- 


. 


nance was framed which will prohibit 
jitneys from takng on or discharging 
passengers within 50 ft. of the six main 
busy downtown street intersections. It 
is hoped that this will eliminate some 
of the jitney competition. 


Records Prove Trainmen 
Are Careful 


Indicating that their minds are on 
their work, trainmen of the Pacific 
Electric Railway, Los Angeles, Cal., 
during July, 1922, were subjected to 
2,998 “surprise signal tests” and rec- 
ords show that 99.4 per cent of the 
tests made were observed and proper 
safety action taken. These tests are 
made as a safety measure for the pur- 
pose of determining whether or not 
trainmen are living up to rules and 
regulations governing the safe opera- 
tion of trains. Without warning a 
train crew is confronted with or hears 
a safety signal in the form of fuses, 
torpedo, flag, lantern, switch light or 
interlocking signal. Tests checking the 
speed over intersections and within 
restricted speed limits are also made. 
In the event of failure to comply with 
existing instructions, the crew member 
who is delinquent in his duty is disci- 
plined by demerits against his record, 
or dismissal may follow. 

Reports of these tests are compiled 
monthly and record of test on each indi- 
vidual conductor and motorman is kept 
to date. By announcing the record of 
each division monthly keen rivalry is 
created. The tests made by the Pacific 
Electric are similar to those made on 
railroads throughout the United States 
and have been made by the company on 
its lines in southern California with in- 
creasing regularity since August, 1911. 

D. W. Pontius, vice-president and 
general manager of the railway, was 
very proud of his company’s record. 
He stated that in 1921 a total of 105,- 
000,000 passengers were handled by 
the Pacific Electric without a single 
fatility and that to date in 1922 this 
record had been maintained. 


Accident on Hudson & 
Manhattan Road 


A rear-end collision on the Hudson & 
Manhattan Railroad on the morning 
of Aug. 31 is reported to have resulted 
in the injury to twenty passengers. 
The accident occurred: on the tracks 
of the Pennsylvania Railroad at a point 
about a mile east of Manhattan Trans- 
fer near Newark, N. J., and at the 
drawbridge across the Passaic River. 
The leading train was forced to stop 
due to the opening of drawbridge and 
in the heavy fog the motorman of the 
second train failed to see his danger 
until too close to prevent the accident. 

The rear car of the leading train and 
the forward car of the rear train were 
reported badly twisted and buckled. 
The steel construction undoubtedly was 
responsible for the small number of 
injured persons as the accident occurred 


just at the close of the morning rush , 


hour. 


‘Transportation 
News Notes 


Will Improve Service.—As a result 
of a request of the West Norristown 
Improvement Association the Reading 
(Pa.) Transit Company, has agreed to 
improve its trolley service to Jefferson- 


ville. Trolleys will now run between 
Norristown to Jeffersonville only, in ad- 
dition to the other service. 


Hearing on Lower Fare Concluded.— 
The hearing on half fares for school 
children travelling on the lines of the 
Georgia Railway & Power Company, 
Atlanta, Ga., has been concluded. 
Both sides namely, the City Council 
with the Board of Education and the 
Georgia Railway have been allowed 
thirty days for the filing of briefs. 


Railway and Bus Rates the Same.— 
The Union Traction Company has an- 
nounced a reduction in fares between 
Noblesville and Indianapolis and Carmel 
and Indianapolis. The fare for the 
round trip between Noblesville and 
Indianapolis has been cut from $1.44 to 
90 cents, and the fare for the round 
trip between Carmel and Indianapolis 
has been reduced from 90 cents to 50 
cents. The fares on the interurban are 
now the same as those the bus lines are 
charging. 

Towers Prove Successful.—Due to 
the excellent results that have been 
obtained in controlling traffic from 
street towers in the more congested 
districts of downtown Atlanta, Frank 
Lee Butler, general operating manager 
of the Georgia Railway & Power Com- 
pany, conferred recently with Mayor 
James L. Key advocating the construc- 
tion of traffic towers at all of the im- 
portant street intersections in the busi- 
ness district of the city. In some 
places the signal light system is used 
but it is operated by policemen who 
stand on the sidewalk, and it is believed 
that the construction of traffic towers 
will serve to increase the efficiency in 
controlling the congestion at these 
points. 


Rerouting Changes Partly Approved. 
—While the Cincinnati (Ohio) Traction 
Company has accepted the rerouting 
ordinances recently passed in that 
city, it does not favor the arrange- 
ment in regard to certain lines, ac- 
cording to W. Kelsey Schoepf, presi- 
dent, who also said that the traction 
company accepted the ordinances to 
simplify matters. In a letter to the 
Council, Mr. Schoepf said that he hoped 
that body would again study the re- 
routing situation and repeal the ordi- 
nance affecting the Avondale, Winton 
Place and Auburn Avenue lines. The 
rerouting of these three lines around 
the Government Building, Mr. Schoepf 
said, would undo all the good and out- 
weigh the saving anticipated to be 
made by the rerouting program as 
originally contemplated. 
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Railway Man and Financier 
as Author 


“Tt is the greatest book on wealth 
ever written. Beside it Adam Smith’s 
‘Wealth of Nations’ is mud.” These are 
the characterizations applied by C. W. 
Barron, publisher of the Wall Street 
Journal, to the volume “The Things 
that Are Caesayr’s,” written by a man 
well known to electric railway operators 
everywhere, but particularly well 
known to operators in the Central West. 
Mr. Barron is not loath to use strong 
words in editorials when the occasion 
demands, but the work of the author 
must, indeed, possess unusual merit to 
provoke such commendation. 

The author of “The Things that Are 
Caesar’s” is Guy Morrison Walker. Mr. 
Walker’s interest in utilities is at pres- 
ent mostly academic, but he will be 
remembered as an operator of unusual 
ability and a financier who won a na- 
ticnal reputation for himself largely 
through his handling of the Everett- 
Moore reorganization as special counsel 
and for his work in connection with the 
reorganization of the Columbus, Dela- 
ware & Marion Railway, Detroit & 
Toledo Short Line, the Pittsburgh Rail- 
way & Light Company and other prop- 
erties. He has been a frequent con- 
tributor in the past to magazines and 
other publications on financial and eco- 
nomic topics, drawing his lessons 
largely from a fund of personal experi- 
ence that has covered nearly all 
branches of finance. 

One may or may not agree with the 
comparison made by Mr.* Barron be- 
tween “The Wealth of Nations” and 
“The Things that Are Caesar’s,” but 
there can be no doubting that Mr. 
Walker’s experience as financier and 
journalist has been such as to make it 
well within the realm of reason that 
Mr. Barron’s estimate is correct that 
Mr. Walker’s book is the “clearest 
elementary presentation that has ever 
been written concerning the progress of 
the world and uplift of labor by capital 
and its earnings and accumulations.” 


H. O. Marler, J. A. Birmingham 
and E. H. Sharpe Advanced 


On Aug. 1 H. O. Marler was ap- 
pointed to the newly created position of 
assistant to O. A. Smith, passenger 
traffic manager of the Pacific Electric 
Railway, Los Angeles, Cal. Mr. Marler 
retains his former supervision of sery- 
ice and solicitation and assumes super- 
vision of the passenger traffic depart- 
ment in the absence of Mr. Smith. Mr. 
Marler had previously acted in the 
capacity of general agent of the passen- 
ger department of the company. 

At the same time J. A. Birmingham, 
traveling passenger agent, was appoint- 
ed manager of motor bus service. This 
is a newly created position for the 


direct supervision of the several motor 
bus feeder lines recently installed in 
various cities by the company. 

E. H. Sharpe, general agent of the 
passenger department, has been ap- 
pointed special representative, execu- 
tive department. A “bureau of news” 
has also been created, of which Mr. 
Sharpe will have charge. 


Walter Shroyer Succeeds 
W. H. Forse 


Walter Shroyer has been appointed 
treasurer of the Union Traction Com- 
pany of Indiana, Anderson, to succeed 
W. H. Forse, who resigned on June 1. 
Mr. Shroyer has been auditor of the 
company since 1906. 

This new treasurer has already made 


WALTER SHROYER 


a wide record, for while he has been 
auditor of the Union Traction Company 
he has held several posts in railway 
organizations. In 1912 he was presi- 
dent of the Central Electric Railway 
Accountants’ Association. This asso- 
ciation does invaluable work in keeping 
railway accounting up to date, and the 
president of it must be on the qui vive 
every moment to know what others are 
doing, and in addition, to work out new 
things for them to do. 

Mr. Shroyer also was a member of 
the executive council of the American 
Electric Railway Association for one 
year and has served on several other 
committees of the organization. 

Since 1899 Mr. Shroyer has been with 
the Union Traction Company. His first 
title was cashier of the Muncie station, 
but it took no time at all for him to 
change this for the next higher, and the 
next, until in 1906 he was auditor of 
the company. ~.On Aug. 15 came his 
recent promotion to the position of 
secretary. 


Charles Gail is now superintendent 
of equipment of the Hamburg (N. Y.) 
Railway. 
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Mr. Shryock Promoted 


E. O. Shryock has been appointed 
manager of the Zanesville street rail- 
way lines and the Zanesville Light, — 


Heat & Power Company, according to I 
an announcement on Aug. 25 by Gen- | 


eral Manager John S. Bleecker of the 
Columbus, Newark & Zanesville Elec- 
tric Railway, Columbus, Ohio, which 
owns the Zanesville property. Mr. 
Shryock succeeds B. S. Watters, who re- 
signed effective Sept. 1. 

Mr. Shryock has been superintendent 
since June of this year. At that time 


he resigned as superintendent of rail-. oi 


ways of the Northeastern Ohio Railway 
& Power Company, Oak Harbor, Ohio. 
He had been with that company since 
1913. 


I. D. Brown is now claim agent of 
the Wichita Falls (Tex.) Traction 


Company, filling the post formerly held 


by A. W. Allen. 

A. J. Mello has been appointed pur- 
chasing agent of the San Diego & 
Arizona Railway, San Diego, Cal., to 
fill the position formerly held by S. P. 
Howard. 


W. W. Arnett. is now commercial en- 
gineer of the Monongahela Power & 
Railway Company, Fairmont, W. Va. 
F. McQuillan formerly held this posi- 
tion. 


C. H. Smith has been made superin- 
tendent of the Jackson city lines of the 
Michigan United Railways. He fills 
the post held formerly by J. A. Rosen- 
berger. 


W. M. Birkett, who has been assist- 
ant general manager of the Washing- 
ton Water Power Company, Spokane, 
Wash., has been made general mana- 
ger. W. E. Coman was formerly gen- 
eral manager and a vice-president of 
the company. R. A. Willson succeeds 
Mr. Birkett as assistant general man- 


ager. He had previously been super- 
intendent of railway. C. R. Stiles is 
superintendent. 


Obituary 
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Millard F. Skouden, superintendent 
of motive power at Anderson, Ind., for 
the Union Traction Company of Indiana, 
died recently. He had been ill for 
several weeks. Mr. Skouden had been 
connected with the traction company 
about twenty years and his record had 
attracted much attention. He started 
as a car repairer and would assist in 
scrubbing cars to get them out of the 
shops on time. His friends and former 
fellow employees are recalling how 
closely he studied all work to which 
he was assigned and also took technical 
courses during leisure hours. He was 
steadily promoted through various de- 
partments to the general offices and 
then was made the motive power super- 
intendent, in charge of the motive 
power on more than 400 miles of track. 


——————— 
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Manufactures and the Markets 


DISCUSSIONS OF MARKET AND TRADE CONDITIONS FOR THE 
MANUFACTURER, SALESMAN AND PURCHASING AGENT 


ROLLING STOCK PURCHASES 


BUSINESS ANNOUNCEMENTS 


Priorities Announcement Made 


Action Taken at Washington Considered of Much Importance to All Utilities 
—Output Outlook Bettered Materially—Details of Interstate Com- 
merce Commission Ruling 


FFICIAL action considered of far- 

reaching importance to the coun- 
try’s public utilities was taken on Aug. 
29 when the Interstate Commerce Com- 
mission issued amendment No. 4 to 
service order No. 23, which restricts 
Class 1 priorities on coal to such extra- 
ordinary cases as may be designated 
from time to time by the commission. 
Coal intended for emergency uses gen- 
erally is included in Class 2 priority. 
Owing to the limited time during which 
lake transportation will be available, 
shipments of certain coal for the 
Northwest to the lower lake ports will 
be made under Class 1 priorities. As 
amended service order No. 23 now pro- 
vides for priorities as follows: 


That in the supply of cars to mines upon 
the lines of any coal-loading carrier, such 


, carrier is hereby authorized and directed 


to place, furnish, and assign such coal 
mines with cars suitable for the loading 
and transportation of coal in succession as 
may be required for the following classes 
of purposes, and in the following order of 
classes : 

Class 1. For such special purposes as 
may from time to time be specially desig- 
nated by the commission or its agent there- 
for, In designating special purposes under 
this reservation, the commission or its agent 
will designate the class of relative priority 
which such special purpose or particular 
shipment or shipments shall receive. 

Class 2. For fuel for railroads and other 
common carriers, and for bunkering ships 


and vessels; for public utilities which, di- © 


rectly serve the general public under a 
franchise therefor, with street and inter- 
urban railways, electric power and light, 
gas, water and sewer works, ice plants 
which directly serve the public generally 
with ice, or supply refrigeration for human 
foodstuffs ; hospitals; for the manufacture 
and production of foodstuffs and medicines, 
and for the manufacture of containers 
therefor; for the United States, state, 
county or municipal governments, and for 
their hospitals, schools, and other public 
institutions—all to the end that the fore- 
going may be kept supplied with coal for 
current use.for such purposes, but not for 
storage, exchange or sale; for bituminous 
coal consigned to a pool or pools of lake 
cargo or bunkerage coal at any port upon 
Lake Erie for trans-shipment by water to 
ports above Lake Erie; bituminous or 
anthracite coal or coke for household use 
and for the heating of buildings. It is not 
intended by this paragraph to give any 
priority as between the classes of persons 
and uses mentioned herein. 

Class 3. Other purposes. 

No coal embraced in classes one or two 
shall be subject to reconsignment or diver- 
sion except for some purpose in the same 
class or a superior class in the order of 
priority herein prescribed. 


The immediate administration of the 
priorities was vested in agents of the 
commission as follows: John C. Roth, 
E. H. Degroot, Frank C. Smith, S. J. 
Mayhood, B. S. Robertson, C. C. Semple, 
W. L. Barry, O. S, Reynolds, H. M. 
Priest, J. B. Ford, John T. Marchand, 
J. A. Emmart, W. L. Lloyd, A. R. 
Layman, Delvert Garman, F. F. Engles, 
L. P. Green, T. L. Stevens, C. J. Bailey, 
C.D. Thomas, W. S. Rice, W. D. Ander- 


son, W. B. Moore, J. Patterson, J. F. 
Stewart, John E. Barr, William J. 
Kiniry, T. J. Davis, T. F. Sullivan. The 
three agents named first are the direc- 
tor, the assistant director and the chief 
inspector of the Bureau of Service of 
the Interstate Commerce Commission, 

The issuance of this amendment 
brings the situation back to that which 
existed when J. W. Lieb issued his first 
circular to the public utilities. It is 
expected to correct the evils arising 
under federal fuel distribution which 
was cutting off a large number of pub- 
lic utilities from their regular fuel sup- 
ply, leaving them in an emergency 
class and compelling them to buy coal 
at prices greatly in excess of their 
contracts. 

Reports reaching Washington indicate 
that the public utilities are getting 
their share of the increased volume of 
coal being produced, but owing to the 
fact that reserves have been so gen- 
erally used up, the situation of large 
number of public utilities will continue 
to be serious for some weeks to come, 
particularly since they are not allowed 
to build up stock and because of the 
uncertainty of transportation. 


Coal Age says that as production in- 
creases with mines opening under the 
Cleveland wage agreement more coal is 
beginning to flow in its accustomed 
grooves. Much of the output is still 
going on priority orders, but the 
heavier production has permitted con- 
tract shippers to again supply some of 
their regular trade. Additional pro- 
duction of mines opening up under the 
Cleveland agreement has caused a sharp 
upturn to the daily output. According 
to the Geological Survey, an output of 
at least 6,000,000 tons for last week 
(Aug. 21-26) is assured by early re- 
ports, and additional tonnage from other 
districts that are known to have signed 
the agreement may raise the total to 
6,250,000 tons. 


£509,258 Profit for British 
T-H. Company 


The report of directors of the British 
Thomson-Houston Company for 1921 
shows that the profits were £509,258. 
Dividends of 7 per cent on the prefer- 
ence shares and 6 per cent on the ordi- 
nary shares were declared. H.C. Levis, 
chairman of the company, stated at the 
annual meeting on May 30 that the 
output in 1921 was the greatest in the 
history of the company. Notwithstand- 
ing the general depression throughout 
the country, the volume of orders re- 
ceived by the company this year to date 
was over 37 per cent in excess of the 
orders received for the corresponding 
period of 1921. The company now has 
on hand orders to the value of over 
£2,250,000. A day or two after the 
meeting particulars were announced of 
an issue being placed privately of 7 per 
cent preference shares of the company. 


ELECTRIC RAILWAY MATERIAL PRICES—AUGUST 29, 1922 


Metals—New York 


Copper, electrolytic, cents per lb. . 13 . 875 
Lead, cents perlb................ 5.90 
Nickel, cents per lb... Jeena, ea 
AINCHCOMs DET cals sso case ae ness 6.575 
, Straits, BOBIIDELIDE ei. eae sisal et « 32.375 

Aluminum, 98 to 99 per cent, cents per lb.. 19.10 
Babbitt metal, warehouse, cents per lb.: 

VED Pa GS SS ie 24.50 

Commerc ese ios ee ecole Uet25 

Bituminous Coal 
Smokeless mine run, f.o.b. vessel, Hampton 
OAC SE EP ase io idievis-:s-» a. ciaye 9,00%ehe $9.00 
Somerset mine run, Boston. 6.00 
Pittsburgh mine run, Pittsbur, sities 
Franklin, Ill., screenings, Chicago 4.25 
Central, Ill., screenings, Chicago. ‘ 4.45 
Kansas Screenings, Meansas City”... ... 6-5 2.875 
Track Materials—Pittsburgh 
Standard Bessemer steel rails, gross ton..... $38.00 
Standard open hearth rails, gross ton........ $38.00 
Railroad spikes, drive, Pittsburgh base, cents Be 
Misia ee temotiesnts par ib... 202072125 
Angle bars, cents perlb........-.--+-+++5+ 2.40 
Rail bolts and nuts, Pittsburgh base, cents,lb. 3.625 
Steel bars, cents perlb.........-.-----.+++ 2.625 
Ties, white oak, Chicago, 6 in. x 8in.x 8ft. 1.35 
Hardware—Pittsburgh 
Wire nails, base per keg.........-.---0+++> 2.50 
Sheet iron, (24 gage), cents per lb. 4.375 
Sheet iron, galvanized, (24 gage), ‘cents per Ib 5.025 
Galvanized barbed wire, cents per lb........ 3.10 
Galvanized wire, ordinary, cents per lb...... 2.80 
Waste—New York 

Waste, wool, cents per lb. . . 15,00 
Waste, cotton, (100 Ib. bale), ‘cents ‘per ‘Ib. 

PED ec SET Sele soo ine nese cece 14.00 

CAnrei oo yo Son AQ dae eee Goon 12.00 


Paints, Putty and Glass—New York 


Linseed oil, (5 bbl. lots), cents per gal....... 91.50 
White lead, (100 1b. keg), cents perlb....... 12.50 
Turpentine, (bbl. lots), per gal............. $1. 235 
Car window glass, (single strength), first 

three brackets, A quality, discount*..... 84.0% 
Car window glass, (sing e strength), first 

three brackets, B quality, discount*..... 86.0% 
Car window glass, (double strength, all sizes, 

A quality), discount®...........-..000+ 85.0% 


Putty, 5b. tins, cents per ND rete a Bes be 5.50 
*These prices are f.o.b. works, boxing 


charges extra. 
Wire—New York 


Copper wire base, cents per lb............-- 15.625 
Rubber-covered wire, cents per lb 6.05 
Weatherproof wire base, cents per | 16.00 


\ Paving Materials 


Paving stone, granite, 4 x 8 x 4, f.o.b. 
Chicago, dressed, ine sq. ad Michael tea $3.20 
Common, per sq : 

Wood block paving Sh, 16 treatment 


per sq.yd 2.17 
Paving brick, 34 x 84 x4 

carload lots 45.00 
Crushed stone, } 

per cu.y 1.75 
Cement, sea consumers net prices, with- 

out bags. . 2.05 
Gravel, }-in., ou. ‘yd., N.Y: 1.75 
Mand DIVAN e cabin ogieesiew sien: seme © 1.00 


Old Metals—New York 


Heavy copper, cents per lb. 
Light copper, cents per lb.. 
Heavy brass, cents per lb. . 
Zinc, old scrap, cents per lb...... 
Yellow brass, cents per Ib (heavy) 
Lead, heavy, cents per lb 
Steel car axles, Chicago, net ton.. 


” 
PFAWNMAEAWAODO 
wu 
—) 


1 
Old car wheels, Chicago, gross ton 22.75 
Rails (short), Chicago, gross ton... 1 75 
Rails (relaying), Chicago, gross ton.. 2 80 
Machine turnings, Chicago, net ton......... 1 25 
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Some time ago the International Gen- 
eral Electric Company, New York, ac- 
cepted from the British Thomson-Hous- 
ton Company 7 per cent (tax free) pref- 
erence shares to the amount of £1,500,- 
000 in settlement of outstanding liabili- 
ties in the form of notes, and it was 
1,000,000 of these shares which were 
now being resold. They were placed 
privately on the basis of 19s. 6d. per 
share, : 


Nine-Story Addition to — 
Ticket Plant 


The Globe Ticket Company, Twelfth 
and Appletree Streets, Philadelphia, 
has purchased adjoining properties on 
Twelfth Street and Cherry Street and 
has had plans drawn for a nine-story 
addition to its present eight-story struc- 
ture. It is expected ground will be 
broken in October. 

The company reports the plant work- 
ing at capacity, with an annual output 
‘of more than 5,000,000,000 theater and 
trolley tickets and transfers. 

The company recently completed an 
order for: 500,000,000 tickets for one 
‘trolley company, which immediately 
vordered an additional 50,000,000. An- 
‘other public utility company receives 
‘three carloads of tickets from the Globe 
‘company each month. It is also work- 
ing on an order for 100,000,000 trans- 
‘fers for a Mid-West electric railway. 

Street railway and trolley tickets 
printed at the Philadelphia plant are 
“used in virtually all countries of South 
America, in Porto Rica, the Philippine 
Islands, Cuba and the British West 
Indies. Recently an order for both 
classes of tickets was filled for Shang- 
hai, China. 


Track and Roadway 


Shenango Valley Traction Company, 
Youngstown, Ohio, has about completed 
the laying of a double-track car line 
between Sharon and Farrell. 


Rochester & Syracuse Railroad, 
Syracuse, N. Y., is preparing to lay 
new tracks along its route in Lyons, 
N. Y. New poles have already been 
put up. 

Northern Texas Traction Company, 
Fort Worth, Tex., has begun work on 
the extension on Bowie Street. from 
Hemphill to South Adams. Petition 
for an injunction to restrain the com- 
pany from building this line was 
denied by Judge R. E. L. Ray. 


New York, N. Y., Transit Commis- 
sion has directed its chief engineer to 
prepare plans and form of contract for 
the construction of an extension of the 
Fourth Avenue subway in Brooklyn 
from its present terminus at Eighty- 
sixth Street to Fort Hamilton. The 
project, including the Brooklyn exten- 
sion, the tunnel and a supplemental 
ferry run will cost about $20,000,000. 

Cincinnati, Ohio.—Charze in the 
plans for the Cincinnati extension of 
the Rushville line of the Indianapolis & 
Cincinnati Traction Company, which 
would give the line an entrance to Cin- 


cinnati by way of College Hill on the 
north instead of Miamitown on the west, 
as originally proposed, has been an- 
nounced by C. L. Henry, president of 
the road. The new route, Mr. Henry 
says, will effect a big saving for the 
company, as an entrance through Mia- 
mitown would necessitate the building 
of a high grade crossing because of the 
nature of the territory in that section. 
The proposed extension is the major 
element in a $4,000,000 development 
project, which calls for the building 
of 64 miles of main line, in addition 
to the necessary spurs, between Rush- 
ville and College Hill and the equip- 
ment of the system for direct-current 
operation. 


Wisconsin Public Service Company, 
Green Bay, Wis., recently ordered five 
interurban cars from the St. Louis Car 
Company. It was incorrectly stated in 
the Aug. 26 issue of these columns that 
the Eastern Wisconsin Electric Com- 
pany had placed such an order. This 
company is considering the purchase of 
a like number of cars but has not yet 
placed its order. 

The Dayton & Troy Electric Rail- 
way, Dayton, Ohio, has purchased from 
the City Railway of Dayton, ten single- 
truck cars which are being converted 


into one-man cars operating on the 


pay-as-you-enter and _ leave-by-rear- 
door method. The new material re- 


quired for the rehabilitation of these ~ 


cars has already been received and 
four of the cars are now being oper- 
ated. 

Chicago Surface Lines has placed an 
order with the General Electric Com- 
pany for 366 type 275, 60 hp. motors. 


This is a new design which permits” 


standardizing on one motor for both the 
one-man and the two-man motor ears 
now under construction in the shops of 
the railway company. The 45 double- 
truck, one-man safety cars will be 
equipped with two of these motors 
mounted on maximum traction trucks, 
giving 120 hp. per car. The 69 double- 
truck, two-man standard double-end 
“Chicago” cars will be equipped with 
four motors each, or 240 hp. per car. 
The original plan was to equip only 
four of these two-man cars with motor 
capacity sufficient for hauling trailers. 
The four G.E. 275 motors will now 
equip all 69 cars for hauling trailers in 
all-day service. This type of motor 
made this possible without increasing 
the cost or the weight. While only 
four are needed for hauling trailers 
now, the others will be available at any 
time for that duty by simply installing 
couplers. It is expected that the smaller 
number of slower speed motors on the 
safety cars will result in decreased 
maintenance cost. Although two of 
these motors are lighter than four of 
the smaller safety car motors, there 
will be no saving in gross weight on 
account of the heavier weight of the 
maximum traction trucks. The new 
motor is said to embody the latest de- 
velopments and it weighs about 2,200 lb. 
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Power Houses, Shops 
and Buildings 


Rochester & Syracuse Railroad, 
Syracuse, N. Y., will erect a new and 


up-to-date trolley station and freight 


office on Geneva Street, Lyons. 
The South Covington & Cincinnati 


Street Railway, Newport, Ky., suffered 


damage to its emergency powerhouse 
by an explosion on Aug. 16, which was 


attributed to a “pocket” of gas under — 


cne of the boilers. The explosion was 


followed by fire. 


tion of cars was not interrupted. 


Olean, Bradford & Salamanca Rail- 
way, Olean, N. Y., is negotiating with — 


the Niagara, Lockport & Ontario Power 


Company of Lockport, N. Y., for the | 


purpose of contracting for sufficient 
power amply to provide for the needs 
of all its local lines. 
is successful in its negotiations it will 
be possible either to supplement its 
present power supply or it may entirely 
shut down its own power station and 
purchase all the power to handle the 


heavy freight and passenger service — 


which the railway company is now 
struggling to maintain with its own 
power sation. 


Trade Notes 


Westinghouse Electric & Manufac- 
turing Company, East Pittsburgh, Pa., 
has received an order from the Union 


Electric Light & Power Company of ~ 


Illinois for a 35,300-kva. turbine-gen- 
erator unit for its new plant in St. 
Clair County. The plant, known as 
the Cahokia Power Plant, is being 


Inc., of New York City. 

R. S. Frehse has been made assistant 
to Oscar A. Broten, Western repre- 
sentative of the National Pneumatic 
Company, Chicago. Mr. Frehse has 
been connected with the sales depart- 
ment of the Chicago Railway Signal 
Supply Company for the past five 
years. He is twenty-six years old and 
a graduate of the University of Wis- 
The National Pneumatic Com- 


consin. 
pany has moved its Chicago office 
from the Edison Building to 940 


McCormick Building. 


New Advertising Literature 


Roller-Smith Company, New York. 
N. Y., has issued Bulletin No. 250, de- 
scribing and illustrating a new device 
known as the portable direct-current 
galvanometer Types LGD and KGD. 

General Electric Company, Schenee- 
tady, N. Y., has issued a sixty-page 
bulletin No. 48,028 entitled “Electrically 
Operated Pumps.” The bulletin shows 
the feasibility of applying electric 
motors for driving pumps of all kinds 
and contains a complete list of engi- 
neering tables compiled to heip the 
installation of electrically operated 
pumps. 


l William H. Harton, — 
general manager, said that the damage — 
would not exceed $10,000. The opera- — 


If the company © 


designed by McClellan & Junkersfeld, | 


